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A telephone call, telegram 
or letter to the nearest 
H&D unit will start the 
world’s greatest packaging 
organization working for 
you at once. 
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STEP. - 


from an 


HeD Plant to Yours 


| yd makes no difference where your 
plant is situated in the great in- 
dustrial area of North America, you'll 
find Hinde & Dauch only a short dis- 
tance away. And if you have many 
plants, you'll discover that they are 
practically all near neighbors of one 
r more H&D units. 
The locations of Hinde & 
Dauch board mills, box facto- 
ries and branch offices have 
been definitely selected to bring 


H & D package engineering service 
as near your business as possible. 


Get in touch with the nearest 
H & D office whenever you have a 
shipping box problem to solve. 
You'll find that the 50 H & D pack- 
age engineers have a vast fund of 

experience in packaging prob- 

lems to place at your disposal. 
THE 

HINDE & DAUCH PAPER CO. 

303 Decatur St. Sandusky, Ohio 


“Package Engineering’”’ describes the many advantages of H & D corrugated fibre shipping boxes 
and the complete service of the world’s = es packaging organization. Write for a free copy. 


HINDE & DAUCH bre “ SHIPPING BOXES 


25¢ Per Copy 
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Service / 
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The subject of transportation is as old as 
the hills. The Cedars of Lebanon were 
pulled, shoved or hauled down to Jerusa- 
lem to build King Solomon’s Temple. 


We are still pulling, shoving or hauling 
lumber. Quaint methods then — great 
ship loads and train loads now—nothing 
new about the idea, but the method has 
changed. We must have service. 


T!.e Nicholson Universal Steamship Com- 
pany does not haul lumber but it does 
give a fast, dependable Lake Service for 
the transportation of Automobiles and 
Merchandise. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 
Offices: 
ER Wien cveckdanseces South and Ohio Streets 
Cc SE 53 West Jackson Blvd. 
Cl RRS Foot of t 40th St. 
DE, a ccccacceseve -501 Coe Terminal Bldg. 
il Dt wsatecesceked 225 Erie Street 
BE EE caccceceseesses Elm and Water Streets 
Green Bay, Wis............. 125 South Broadway 
+ 
NICHOLSON 


UNIVERSAL STEAMSHIP 
COMPANY 
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Jib cranes, boom cranes, portal 
cranes, gantry cranes, traveling 
cranes, wrecking cranes, wall 
cranes. 


Cranes of every type. Cranes for 
every purpose. All powered by G-E 
motors. All directed by G-E con- 
trollers. All safeguarded by G-E 
solenoid brakes. And all operating 
with that marvelous swiftness, ac- 
curacy, and safety which are inherent 
in cranes equipped with G-E Motor- 
ized Power. 

Operate your cranes with electric 
power. And to realize new economies 
in material handling, specify G-E 
motors, G-E controllers, and G-E 
solenoid brakes. 
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L. every line of endeavor, sooner 
or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 


economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware 
houses enjoy the position of leadership in their chosen field 


They offer you unequaled facilities for the shipment, storage ant 
distribution of merchandise. 3 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


AINof TIDEWATER TERMINALS, 
_, and ALLIED INIAND WAREHOUSES _ 


We HARVEY C.MILLER President a ’ 











x 3 | ae W.B.MCKINNEY Secretary&Treasurer /('| 
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Besides Heavy-Duty Trucks, the 
International line includes the % - 
ton Special Delivery, the 1-ton Six- 
Speed Special, and Speed Trucks 
NY for 1%, 1%, and 2-ton loads. 
' Backing the trucks isan unequaled 
. Service organization—there are 
», N.Y. now 172 Company-owned branches 
in the United States and Canada. 
PANY Write for truck catalog. 
ia fe 
‘ a1 | CREWE | : 
e Maes 
— Ben AES, 
ff te , : 





McCormick-Deering Industrial 
Tractors—ideal mobile power 
for hundreds of jobs. Write 
for booklet “Tractor Power in 
Industry.” 
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INTERNATIONAL 


TWENTY-FIVE YEARS— 








—or an afternoon 


Bear this in mind when you are looking 
toward Heavy-Duty Truck purchase 
and want the facts before you: Any 
Harvester branch or truck dealer will 
demonstrate an International for you at 
any time, right in your everyday work. 

Whatever the nature of your hauling 
and your loads, we will put at your 
disposal an International of the size 
you need and let you compare its all- 
around performance with anything you 
are doing now or want to do. 

Take that as the evidence of an after- 
noon, or a day or two, if longer time 
may be necessary. And take with it the 
evidence of the twenty-five years that 


the Harvester Company has been 
building trucks to do a truck’s work 
as it should be done. 

You owe it to your business to know 
this new International Heavy-Duty 
line with the new engines, new clutches, 
new transmissions, increased capacities, 
double reduction or chain final drive. 
All models have five speeds forward 
and two reverse, and 4-wheel brakes. 
The sizes range from 2% to 5-ton. 
Speed dump trucks, also, down to 1- 
ton capacity. 

Accept our invitation to prove this 
product of twenty-five years of prog- 
ress in truck manufacture. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


606 SO. MICHIGAN AVE. _ (incorporatep) 


INTERNATIONAL TRUCKS 


CHICAGO, ILLINOIS 





2 Id Vol. X 


NickeL Pate Roan 


FAST RELIABLE 
ECONOMICAL 


A mero 
CARLOAD AND THROUGH 
MERCHANDISE SERVICE 

SECOND TO NONE 


DIRECT CONNECTIONS 
REACHING ALL POINTS 
IN THE UNITED STATES 


SHIP AND TRAVEL 


via 


Nickes Pate Roan 
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ai GREAT NORTHERN 


The NEW 


EMPIRE BUILDER 


(Radio Equipped) 
Companion Train to the 


ORIENTAL 
LIMITED 


Between 
Chicago, St. Paul, Minneapolis 


an 
Glacier National Park 
Seattle 
Tacoma 
Portland 





Comfort, Speed, Luxury 
No Extra Fare 


Route Your Freight 


via the Dependable 
Great Northern 


Fast, dependable freight service between 

St. Paul, Minneapolis, Duluth, Superior, Sioux 

City, Winnipeg, Billings, Butte, Spokane, Port- 

land, Klamath Falls, Ore., Seattle, Tacoma and 
intermediate points. 


Through Daily Merchandise Cars to Pacific 


Northwest and Intermediate Points. 


A. J. Dickinson Ri Cole .- « Stew H. H. Brown Las ones 
B47 East Traffic Mgr. fre Asst. Gen. Freight Agt. 
Passenger Traffic Mgr. Western Traffic Mgr. 233B roadway General Traffic Mgr. 105 W. Adams St. 


l Minn. Seattle, Wash. New York City Se Room 620, Chicago, Ill. 
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Partners in Achievement ~ 
Transportation and Industry 


ITHOUT adequate transportation industry as it is > 
known today would be doomed. Transportation’s job 
is the assembling of raw materials and the distribution 
of the finished products. For its part industry furnishes the 





Six Reasons 





Arkansas Offers Unusual Oppor- 
tunities for Textile Industry 


Development tonnage, without which the present high-geared efficient trans- 
portation machine could not function. 
Low Tax Rate Thus one depends upon the other znd work in harmony 
Low local tax rate assured by spirit of com- 
munities to co-operate in industrial develop- for the good and prosperity of all. 


ment. New textile plants state-exempted for 
seven years, . i oa » 
‘ In no section of the country is there a closer “‘tie up 
Raw Material 


Abundant supply of cotton assured as Arkan- between industry and transportation than in the sections 
sas is the center of a territory that produces 67 . . & 
a served by the Missouri Pacific Lines. Industry has come to 
Transportation know the Missouri Pacific Lines as more than a hauler of freight. 
Points covered in surveys are located on * é E 2 7 . 
Gains ae et aoe It is in fact “a service institution”—rendering a service fa 
Labor Supply beyond that of mere transportation. No railroad is more 
A b 1 tive “white 1 , . : ° ° ° ‘ 
gg ae A ig ct geo gens 3 keenly alive to the fact that its future lies in continued develop. 
no disturbing influences. , Z al 
ment of industry and in the development of the natur 
Cheap Power Sica 
Nearness of communities to cheap electric resources of the territories it serves. For that reason the 
power, coal fields and supplies of natural gas . ° " - . ; : 
and huge oil fields. Missouri Pacific Lines maintain an active, efficient and indus 
Ideal Climate trious corps of industrial experts. 
Long summers and short, open winters are the . . 
Ts calinaien te taeeae even. As a part of this work the Industrial‘ Development Depatt 


ment is now distributing to those interested a series of booklets 
containing the result of industrial surveys made recently of 
several Arkansas communities. These surveys, made by Robett 
and Company, textile industry experts, show there are excellent 
reasons for the location of textile plants in Arkansas. The 
booklets are yours for the asking, as is any information of aty 
character relating to industrial expansion opportunities in th 
South and Southwest. 








PACIFIC 






J. G. CARLISLE, Director, 
Industrial Development Department 
**A Service Institution’ St. Louis, Mo. 
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Competing » 


ry 


is it Js 


1's job , a) By Th ry Your Shipments To, From or via the 
ribution | i lit escat ; 
sl A\Wiig Wal see) (3 PEORIA GATEWAY 
it trans. em || tM t a 


and Secure a Saving of Time 


aif. Keep your shipments out of larger gateways 
— =i —— = and obtain fast terminal service between trunk 
; lines by routing 


tie up” = pe = via 

section Hi |h ss (P. & P. U. Ry.) and PEORIA, ILLINOIS 

ome {0 ee AZ 

freight. —_ = sc Our intermediate switching charge is absorbed 

ae —_——— s by trunk lines on all traffic. No danger of 

= <a = extra switching charges whether the P. & P. 

is more - eZ U. Ry. is or is not shown as participating 

fevelop- Ke > carrier in joint tariffs. 

natura ~ ZZ Expedited Switching Service Between the Following Railroads 

0n the ae - p ; Atchison, Topeka & Santa Fe Railway Co.; Chicago & Alton Rail- 
re road Co.; Chicago & North Western Railway Co.; Chicago, Bur- 

{ indus: em. “a z lington & Quincy Railroad Co.; Chicago and Illinois Midland Ry.; 


Chicago, Rock Island & Pacific Railway Co.; Cleveland, Cincinnati, 

Chicago & St. Louis Railway. Co.; Illinois Central Railroad Co.; 

Illinois Terminal Railroad; Minneapolis & St. Louis Railroad Co.; 

oe 1 ZZ A New York, Chicago & St. L. Railroad Co. (L. E. & W. Dist.); 

Depatt- i %, LP Pennsylvania Railroad; Peoria Terminal Co.; Toledo, Peoria & 
a - Western Railroad. 


Klets 
- g Postal card passing reports cheer- 
ntly of fully furnished on all carloads. 
- Robert 


xcellent 
; The 
. of any 
; in the 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Agencies 


@ BALTIMORE 
209 Morris Bldg. 
@ BIRMINGHAM 
j Woodward Bldg 
| @ BOSTON 
Old South Bldg. 


-. @ BUFFALO 


Ellicott Square Bldg. 

® CINCINNATI 
Dixie Terminal 

@ CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 


@ CHICAGO PASSENGER 
DEPT., 33 West Jackson 


® CLEVELAND 
Hippodrome Bidg. 
@ DENVER 
D 
8 ETROIT 
@ HAVANA 


@ ty 


@ NEW YORK CITY—FCT..- 
165 Broadway PASS. 


Uptown Pass. Ticket Of 
631—Sth Ave. at 44th St. 


VANCOUVER, B. 
owt Granville St. “ 
ASHINGTON, D. C. 
Seuthern Bidg. 


Southern Pacific 


The Traffic World 


2 aa 


\ Oo 0 x) 
} 


O other region in the United States offers such an oppor- 
tunity for the profitable investment of time, labor and 
capital as does the Magic Valley of the lower Rio Grande today. 
The coming of Southern Pacific gives the Valley a trans- 
portation service reaching every market on the continent and 
connecting with every principal world port by ships at sea. 
The combined excellence of transportation facilities and 
service assures the Valley unlimited and uninterrupted progress 
and prosperity. 

Cotton mills, canning factories, distributing branches of 
large supply concerns of every denomination, to serve the ever 
increasing population, are some of the needs of the hour. 

For detailed information and descriptive literature, write to 
J. I. McGregor, General Agricultural Agent, Southern Pacific 
Lines, 327 Southern Pacific Building, Houston, Texas .. . 
or the nearest representative, the postman knows him. 
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Southern Pacific's net- 
work of lines form one 
of the world’s largest 
transportation systems. 
It operates and controls 
nearly 21,000 miles 
rail and water lines as 
shown by the insert 
outline map above. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
ighway as a place of doing business. 

Regulation of intercoastal steamship business. 
Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 

itting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
der to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 


waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





PRIVATE CAR ABUSES 


E congratulate the Commission and the public on 

the decision of the former, published last week, in 
the private car case, condemning some of the practices of the 
railroads in the hauling of private railroad cars and the 
transportation of persons in such private cars as illegal 
under the act to regulate commerce, and others as unduly 
preferential or discriminatory. 

The abuses dealt with and others, perhaps, that were 
not mentioned have appeared to fair-minded and dis- 
interested persons as things that long since should have 
been removed by the carriers themselves. They did not 
fmove them and the Commission has at last acted. It 
‘ems to us that every statement in its report “stands up” 
under the scrutiny of anyone acquainted with the abuses 
mentioned or anyone with a clear mind as to what is fair 
and what is not fair. It seems to us also, by the way, that 
much of the law and all of the logic applied by the Com- 
mission to the matter of private car transportation and the 
‘Tansportation of persons riding in private cars could be as 
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If motor vehicles, intercoastal vessels, and inland . 
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well applied to persons riding on passes in other than private 
cars. For instance, if it is illegal, or discriminatory, or 
preferential, or prejudicial for a railroad to haul free the 
private car of an official of another railroad, why cannot 
the same term or terms be applied to the carriage free by 
one railroad of the employe of another railroad riding in 
an ordinary Pullman or day coach? We think it would 
puzzle anyone to answer that other than by agreeing that 
the same logic applies. But that, it would seem, is a ques- 
tion for the future. We offer a tip to the railroads, how- 
ever, that, if they do not reform the pass practices that even 
many railroad themselves believe to be wrong, the Commis- 
sion is likely to step in and reform even some of the prac- 
tices that most railroad men believe to be legitimate. Avoid- 
ing investigations because conditions become intolerable is 
the best way we know of preventing interference with con- 
ditions that may be more or less questionable, but that have 
not caused scandal. 

As to the dissent of three of the members of the Com- 
mission, we do not think much of their reason—that the 
report of the majority was decided on without hearings 
or opportunity for the introduction of evidence or the 
examination or cross-examination of witnesses. The Com- 
mission, by means of answers to the questionnaires it sent 
out, obtained all the information necessary and all it could 
have obtained, perhaps, by any system of hearings it might 
have devised. At least, as far as it went, there can be no 
denial that the things it charges are really done. The only 
additional facts that could have been obtained would have 
been cumulative and, we think, made the case worse for 
the carriers. There was room, no doubt, for argument. as 
to whether the practices condemned were really illegal or 
improper, but we imagine that no amount of argument 
would or could have changed the opinion of the Commis- 
sion. The facts are generally known and admitted, however 
much some railroad men may seek to justify them. On the 
contrary, therefore, we think the Commission ought to be 
commended for making short and sensible work of a case 
involving a situation so well known and established, instead 
of going through the motions, as it generally does, of listen- 
ing, at hearings all over the country, to everybody and any- 
body who has anything to offer, whether or not it is im- 
portant, whether or not it has been said elsewhere by others, 
and whether or not it assists in the consideration of the 
case. We have often advocated a more sensible and _busi- 
ness-like procedure on the part of the Commission, and we 
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think this is a good example of what can be done in this 
respect. No one not fighting for something he wants in 
spite of right or wrong or whose mind is not involved in 
, maze of legal intricacies will think that the Commission 
has acted without ample information. 


“RECIPROCITY” IN ROUTING FREIGHT 


HE Commission, having finished an investigation of 
Reinet it considers and has condemned as improper 
railroad practices in the hauling of private cars and the 
transportation of persons in such cars, has now turned 
its attention to alleged abuses by shippers who seek 
favors in the way of “reciprocity” from the railroads in 
return for their traffic. Of course, such practices reflect 
on the railroads as well as on the shippers guilty of them, 
for it takes two to make a bargain; but still, if the initi- 
ative and the pressure, where such practices exist, come 
from the shippers, it may fairly be called an investiga- 
tion of shippers. 

There has been much written about such practices 
and the general theory of the “reciprocity” scheme is well 
known, though the facts in each case will, of course, 
have to be developed. For instance, a business man who 
has a large amount of traffic for the railroads may be 
also interested in manufacturing some sort of device or 
material used by railroads. He can—and it has been 
said that, in some cases, he does—say to a certain rail- 
road that, if it will buy the device or material in which 
he is interested, he will give it the benefit in routing 
his freight. Sometimes, it is alleged, traffic men for 
industries have employed the same scheme for their 
own benefit. Where they do that, without the knowl- 
edge of their employers, the practice is, of course, to be 
condemned from another point of view, with which the 
Commission, perhaps, has nothing to do. But we sup- 
pose, in most cases, the employers of traffic men engaged 
in such schemes know about them and, possibly, par- 
ticipate in them, for a traffic man who would take ad- 
vantage of his employer in such fashion must be a rare 
exception. 

On first or casual consideration, it might appear that 
the practice of routing freight in return for purchases 
or other favors, not illegal, from the railroads is legiti- 
mate “reciprocity” and a perfectly proper business pro- 
cedure—and so it may be, and doubtless is, in many 
cases. But it is difficult to keep such practices within 
the limits of propriety. It is easy to understand the 
teeling that leads a man to patronize one who has pat- 
ronized him, but when it comes to the matter of routing 
right uneconomically—which means the way it should 
not go—in return for a purchase or to induce a purchase, 
*t when a railroad buys an inferior article or pays too 
high a price for it because it wishes some freight in 
return for its patronage, that is another story—and it is 
the story that is likely to follow when the practices we 
are discussing are indulged in. 

We hope the Commission will make its investigation 
searching, discover all the facts, stop at once such prac- 
ices as are actually illegal, and take the necessary steps 
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to make impossible in the future such of them as may 
not be actually illegal now, though unethical and im- 
proper. 

We are wont to think that, though much remains to 
be done and probably will always remain to be done in 
regulating and keeping regulated freight rates and per- 
forming all the other many tasks imposed on the Com- 
mission, still, our regulatory system is working fairly 
well and few principles—at least, principles relating to 
legal and ethical procedure—are still to be worked out. 
The two investigations referred to herein would seem 
to indicate that we are still a long way from such a goal. 
The difficulty, we think, has been that the Commission 
has been too busy with the many details imposed on it 
to give sufficient attention to these broader aspects of 
regulation. We do not know how it is finding the time 
now, but we are glad it is meeting the situation, even 
if it means some sacrifice in the consideration it must 
give to rate calculations. 


ST. LAWRENCE WATERWAY 


For the cost of the proposed 27-foot navigation project in the 
St. Lawrence River three double-track all-freight railroads could 
be constructed from Chicago to Boston, in the opinion of Harold 
G. Moulton, Charles S. Morgan and Adah L. Lee. They have 
expressed their view in a book entitled “The St. Lawrence Navi- 
gation and Power Project.” It is their conclusion that the con- 
struction of the proposed waterway could not be justified on 
economic grounds. 

This volume is the result of several years’ study on the part 
of the Institute of Economics of the Brookings Institution. That 
organization has been studying the economic aspects of the pro- 
posal in its relationship to the general transportation and power 
problems with which it believes both Canada and the United 
States are concerned. 

From this study the authors declare the conclusion is in- 
escapable that the proposed 27-foot navigation project “cannot 
be justified on economic grounds because the inclusive costs— 
to taxpayers and shippers—are much greater than present trans- 
portation charges.” 

The authors calculate that the taxpayers, whose money 
would be used, would be required to contribute about $3.50 a 
ton for the benefit of such shippers as would be able to use the 
route. This conclusion is contrary to that of the Great Lakes- 
Tidewater Association, which, according to the authors, has 
claimed, in its publicity material, that the waterway would reduce 
the cost of moving freight to and from the middle west by $4 
per ton. 


The book contends that overhead costs are not to be cov- 
ered out of the rates charged to shippers nor are they to be 
met by the levy of tolls for the use of the waterway. They 
are to be paid, according to the authors, out of the national 
treasuries of the two governments, and in that way taxpayers 
would have to contribute $3.50 per ton for the benefit of shippers 
that would use the route. 

On the basis of the known cost of similar waterways de- 
velopments, the book reaches the conclusion that the total cost 
of the: project for inter-connecting channels and lake harbors 
in addition to the 27-foot channel in the river would amount 
to something more than $712,000,000, which would be chargeable 
against navigation. The authors assert that if certain joint 
costs, incurred for both navigation and development of power, 
were assigned wholly to power the amount attributable to navi- 
gation could be reduced to $614,000,000. But, the authors assert, 
additional costs which would have to be assigned to the power 
aspect of the project would bring the grand total to $990,000,000. 

The annual overhead expenses on the navigation project, 
the authors figure, would amount to at least $40,000,000 a year. 
That sum they regard as a direct subsidy intended to reduce 
the transportation rate that shippers would otherwise have to 
pay. In their conclusions the authors say: 


In concluding this discussion of the St. Lawrence waterway, it 
is desirable to point out why waterways generally have come to com- 
mand widespread popular support. The movement for waterway im- 
provements is based on the conviction that transportation over canals 
and canalized rivers, like that on the high seas, is very much cheaper 
than transportation by rail. This conviction is, however, the out- 


growth of a wholly fallacious comparison of transportation rates 
supposed to show that a dollar will carry a ton of traffic many times 
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as far over a canal or river as it will over a railway. The fallacy lies 
in the fact that the water rates cover only a portion of the costs. 

In the early days of inland water transportation in the United 
States, tolls were charged which were usually sufficient in amount 
to cover the overhead expenses incident to the construction and the 
maintenance of the waterway. The total cost of the water transporta- 
tion was then measured by the tolls plus the rates charged by the 
owners of the boat lines. But, after the development of the railroads, 
it became necessary to abolish tolls in order for the boat lines to 
compete with any degree of success against the railroad carriers. 
This was true not only in the United States, where privately owned 
and operated railroads resorted at times to cutthroat competitive 
methods, but it was equally true in European countries where the 
railroads were owned by the government and where rates were 
rigidly controlled. Since the abolition of tolls, the rates charged 
to the shipper include only the so-called direct costs of moving 
freight a given distance; and they need be merely sufficiently high 
to provide a return to the boat owner on a toll-free waterway. The 
enormous overhead costs incident to the construction and the mainte- 
nance of the waterway have hus been shifted from the shipper to 
the tax payer. These taxes are costs of transportation quite as much 
as were the tolls which the shippers formerly paid. 

The railways, on the other hand, have to make rates sufficient 
to cover much more than the cost of moving trains over a given route. 
They must also cover maintenance and upkeep of the railroad tracks 
and terminals, interest and depreciation on the capital investment, 
provide revenues for the payment of taxes to the government, and 
yield sufficient dividends on the stockholders’ investment to attract 
additional capital into the railway business. Thus a citation of rail 
and water rates as evidence of comparative transportation costs is 
a pure fallacy. If a railroad were freed from all interest, dividend, 
and maintenance charges and from taxes as well, rates to shippers 
could obviously be greatly reduced. Such a subsidy from tax payers 
would not, however, decrease the inclusive cost of shipping goods; 
it would shift the burden of a large part of the cost from those who 
receive the direct benefits of the transportation service to tax payers 
in general. In connection with waterways this fundamental fact is 
commonly completely ignored. 

Only when all elements of cost, whether contributed by the tax 
payers or by the shippers, are included in cost computations will it 
be possible to determine what transportation projects are economically 
justifiable and what ones are economically wasteful. 


“RECIPROCITY” INVESTIGATION 


The Trafic World Washington Bureau 


On account of reports that have been coming to it to the 
effect that shippers having control of the routing of heavy ton- 
nages of freight were influencing or attempting to influence 
railroads in the purchase of materials and supplies as a reci- 
procity matter, the Commission has instituted a general inquiry, 
No. 22455, in the matter of reciprocity in purchasing and routing, 
to which all the railroads have been made respondents. Hear- 
ing will be held at times and places to be announced hereafter. 


The ordering paragraph says: 


It is ordered that the Commission, upon its own motion, enter 
upon an investigation into and concerning the methods and prac- 
tices employed by common carriers by railroad, subject to the inter- 
state commerce act, in purchasing equipment, materials, supplies, or 
other commodities or articles, with particular reference to the ex- 
tent, if any, to which such purchases from any manufacturer, pro- 
ducer, or dealer is dependent upon or influenced by the routing of 
traffic controlled directly or indirectly by such concern via the line 
or lines of the purchasing carrier, with a view to making such order 
or orders or taking such other action in the premises as may be 
warranted by the record. 


COOLIDGE ON O’FALLON CASE 


The Trafic World Washington Bureau 


When Calvin Coolidge, the former president, visited Wash- 
ington on the day the Kellogg peace pact was promulgated, he 
asked the newspaper correspondents who used to call on him 
twice a week while he was president to visit him because he 
wished to see them personally and thank them for their attitude 
toward him. But he also discussed business conditions. In the 
course of that discussion he attributed an effect to the O’Fallon 
decision which, it is believed, has not generally been ascribed 
to it. He said: 

I think the future outlook of affairs is very encouraging, and 
one of the reasons for that is the confidence that the railroads have 
in their future prosperity. That is due in part to the encouragement 
they receive from the decision in the O’Fallon case. That made it 
evident that they were to have a fair consideration in the treatment 
they were to receive from the government. The railroads are so 
important an industry in this country that when they are prosperous 
they carry prosperity to many other allied industries. They are a 
basic industry, almost as basic as agriculture and manufacturing. 


GRAIN RATE SITUATION 


The Trafic World Washington Bureau 


With a view to allaying anxiety over the possibility of grain 
rates being changed within the period of heavy grain move- 
ment, Secretary McGinty has issued the following notice to the 


public: 


Inquiries have been made regarding the probable date of a de- 
cision in the grain investigation, Docket No. 17000, part 7, and the 
probable date of the effectiveness of whatever new rates may result 
from that decision. In answer to these inquiries the Commission 
has authorized the statement that the grain case has been and is 
receiving active consideration and a report will be issued at the 
earliest possible date; but that, irrespective of the date of the 
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decision, such new rates as may be ordered cannot be made effect; 
before January 1, 1930, and probably not until a later date, ~ 


This notice was given without regard to any partic, 
grain situation and merely to give assurance that no cha - 
would be made in the near future. What effect, if any, it yy 
have on the situation at Texas ports has not been consider 

The Shipping Board this week allocated two addition, 
ships to Galveston, but decided that it could not allocate Ships 
to be used for storing grain pending export. 

Galveston lines have notified the Commission and the cy 
service division of the American Railway Association that they 
have placed an embargo against grain destined to, reconsignsj 
or diverted, or intended to be reconsigned or diverted to or 
via Galveston, Tex. The embargo was placed, the Galvesty, 
lines assert, because of the accumulation of export grain in 
cars and elevators and the uncertainty of the movement of the 
grain by steamer. Permits will be issued for shipments of graj, 
to be used for milling at Galveston on assurance of Prompt 
acceptance and unloading. TD. R. Swain is to be permit agey 
at Galveston. 


PUBLIC VERSUS PRIVATE ENTERPRISE 


(Railroad Data) 


The greatest force for the promotion of modern civilizatioy 
is private enterprise. Individual brains and ability constitu, 
ninety-five per cent of the development of property and wealth 
today. These were among the views expressed by Sir Erne 
Benn, noted British economist and publisher, in a recent addreg 
on “Superiority of Private Enterprise.” 

Sir Ernest spoke at length concerning the functions of gov. 
ernment in relation to industry, and emphasized the point the 
“public ownership acts as a discouragement to those invaluable 
citizens who are by nature makers of wealth.” 

Throughout his address, the speaker extolled private enter. 
eon to the detriment of public ownership. His remarks folloy, 
nN part: 

“When property consisted almost entirely of land and catt 
and natural products, there was a suspicion of a case for public 
ownership, but today, when property and wealth are 95 pe 
cent brains and 5 per cent nature, public ownership is the road 
to the end of our civilization. 

“Before wealth or property can be owned it has to be made, 
and nobody will suggest that society can make anything. Th 
making of wealth is, beyond any question, the exclusive fun 
tion of the individual. The best society or community or stats 
from the economic point of view is one which has amongst tt 
the greatest amount of wealth. 

“The best public policy, therefore, is that which will & 
courage the making of the maximum of wealth. If, for instance, 
six people can live in comfort in one house, a community o 
60,000,000 people will require 10,000,000 houses. If only 8,00; 
000 houses exist, a discussion as to their ownership is apt t 
—" the real problem—how to get another 2,000,000 houses 

uilt. 

“Public authority can own, but it cannot make. It only ows 
what it can extract by force from the individual who does the 
making. Public ownership, therefore, acts as a discouragemel! 
to those invaluable citizens who are by nature makers of wealth, 
and encourages the incompetents, the parasites, the passengers, 
the incapable and the pauper minded. 

“I have said that, before you can own wealth or property, 
it must be made, but there is a third consideration—it mus 
~ cared for, preserved, maintained and guarded from deprec 
tion. 

“A public authority, which has confiscated—for all taxatio 
is confiscation—which has confiscated wealth, values it # 
lightly and cares so little for it that it will throw it away 
the slightest provocation. The world is littered with the ru 
of public works that have been discarded. 

“The civilization of each generation through the whole # 
history has rested upon the private property made, owned 
cared for by the previous generation. There is no exception 
this universal and age-long experience.” 


CONDITION OF EQUIPMENT 


Class I railroads on July 1 had 142,064 freight cars in need 
of repair, or 6.4 per cent of the number on line, according 
reports filed by the carriers with the car service division 
the American Railway Association. 

This was an increase of 2,398 cars above the number * 
ported on June 15, at which time there were 139,666 cats, 
6.2 per cent. 

Freight cars in need of heavy repairs on July 1 totale 
100,587, or 4.5 per cent, a decrease of 2,152 compared 
June 15, while freight cars in need of light repairs totaled 414 
or 1.9 per cent, an increase of 4,550 compared with June 16. 
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Current Topics in 
Washington 





Those who have any comprehension 
of the problem caused by the wheat 
crop of the southwest are inclined to 
say that the car service division of the 
American Railway Association, of which 
M. J. Gormley is manager, has done 
well. That inclination exists, notwithstanding the fact that 
there is wheat on the ground in that territory. Experienced 
men assert that there were more unknown and untoward factors 
in the car supply situation in the southwest this year than in 
any other ever known; hence the feeling that the car service 
division and the service bureau of the Commission, twin brother 
of the car service division in this work, are warranted in feeling 
good over the state of affairs. 
~ The southwestern farmers, within the week, put a compli- 
cation into the problem by using their combined harvesting and 
threshing machines night as well as day. That is something 
new, in a general way of speaking. Of course, there has been 
night work in other days, but not enough of it to bear on the 
general situation. Now, however, there is enough of it to create 
an additional factor. 

Both Commission and American Railway Association have 
carefully refrained from the making of remarks tending to place 
blame on anybody for making the matter worse than it might 
be. However, the fact has not been overlooked that there have 
not been enough ships at Texas ports to take away the grain 
assembled there. Whether that was due to lack of sales or 
failure to order or send ships where they would be needed, 
those having to do with the supply of cars have no way of 
knowing. 

When Galveston and Houston lines found that export wheat 
was not going out, the railroads placed embargoes to prevent 
a recurrence of the situation that brought heart break a few 
years ago, When thousands of cars of wheat were ruined or 
seriously deteriorated because they could not be promptly un- 
loaded. 

One of the queries raised by this year’s troubles is as to 
whether the farm relief machinery the government is setting 
up will bring about a more orderly marketing of grain. As 
things stand now, the growers of wheat, in a given neighbor- 
hood, are trying to market a whole year’s crop in about fifteen 
days. Thousands of cars of dirt, rust and cockles are being 
shipped every year because the grain is not cleaned and graded 
in the fields, causing loss to the farmers in two ways—a lower- 
ing of the price and the payment of freight on stuff that cannot 
be sold and which, economists say, should be kept on the farms 
for feeding or other disposition without the payment of freight. 


assemble Laudatory 
Adjectives for 
Gormley et al. 





Many an industry traffic manager has 
a suspicion that, when a railroad traffic 
man sees something clean and bright, 
his mental processes suggest that that 
something should be rated about double 
first class—certainly not lower than fifth. 
Another suspicion is that H. A. Laird, traffic manager of the 
Chicago Tribune, testifying in the adjourned hearing in No. 21095, 
rates on newsprint paper, import and domestic, to points in 
Official and Southern Classification territories, before Commis- 
sioner Campbell and Examiner Howell at Bluff Point, N. Y., 
had the first mentioned suspicion in the back of his head when 
he ‘ook the witness stand. The railroads have suggested fifth 
Class, Laird suggested a sixth class rating, with commodity 
tates lower than that on account of heavy concentrated move- 
ment. In support of that proposition and to combat the railroad 
man’s idea as to the high rating and rates to be put on some- 
thing bright and clean, Laird came forward with a 50-page 
combination of exhibits, consisting of graphs, tables, maps, 
charts, and things of the sort often found in volumes of ex- 
hibits, and testimony itself. The explanation of each exhibit 
fa: attached to it, thereby making the volume, about double 
a quarto in size, complete in itself. In addition to the leg- 
maki In explanation of the exhibits, bits of history of the paper- 
Me Ing industry, taking from recognized publications, were 
inted on the exhibits, tending to make the volume more 
illumifating. 
Though, according to the volume, a quantity of newsprint, 
nand bright, at Chicago, is worth only a few dollars a ton 


Cleanliness and 
Brightness Suggest 
High Rates? 
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"9,000 cars, but only 10 per cent came by rail. 
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more than an equal quantity of timber in the form of lumber, 
the rate on the bright and clean newsprint is much higher than 
on the lumber. Yet the paper is often made from the waste 
of lumbering operations, while only the best of the tree gets 
into the lumber pile. But lumber is not bright and clean. The 
exhibits show the proposal of the railroads to be to put news- 
print, valued at from 2.75 to 3.1 cents a pound at the paper 
mill, in with articles valued from three to seven times as much 
a pound, most of them lighter a cubic foot and moving in in- 
finitesimal quantity in comparison with newsprint. The rail- 
roads have also suggested a mileage scale, as if newsprint, Mr. 
Laird said, were generally distributed like sugar and flour. In- 
stead, he pointed out, it was a highly concentrated movement, 
70 per cent being used in the fifteen northeastern states begin- 
ning at the Mississippi on the west—that is to say, Official 
Classification territory. Thirty-nine per cent of the newsprint, 
he said, was used by one per cent of the newspapers, 30 per 
cent by 3.5 per cent of the newspapers, 20 per cent by 11 per 
cent of the newspapers, 7 per cent by 17 per cent of the news- 
papers, 3 per cent by 28 per cent of the newspapers, and 1 per 
cent by 39.5 per cent of them. 

At one of the hearings, Commissioner Campbell suggested 
that high freight rates sometimes killed the goose that laid the 
golden eggs. To that Mr. Laird heartily assented. Discussing 
the situation of the newsprint mill of the Tribune at Thorold, 
Ont., the rate on the finished product of which would go up 
from 22.5 to 34 cents were the scale of the railroads adopted, 
he said the killing was shown by his chart as to what increased 
rail rates had done to the pulpwood traffic of the railroads serv- 
ing Thorold. In 1917, he said, the movement of the wood into 
the mill by rail was more than double the volume coming in 
by water. In 1927, he said, the wood received was equal to 
The rail volume 
that year, his chart showed, was less than the water volume 
ten years before, the figures being about 22,000 cords by water 
in 1917 and about 14,000 cords by rail in 1927. He said there 
was no desire to ship paper by water, because both the mills 
and the press rooms had been provided with sidetraéks to send 
and receive newsprint by rail, if the railroads would only rec- 
ognize the usual considerations given weight in the making of 
freight rates. 





Daniel Willard’s letter to the Commission 


Loss of setting forth the willingness of the Baltimore & 

Ohio to delete the Monon from the list of the 
Appetite for = ailroads the Baltimore & Ohio thinks should 
the Monon be in its system, reminds one of the story W. S. 


Bronson tells about the ambitions of the wiry 
little Irishman. The more Mike thought of the matter the more 
he became convinced that he could whip everyone in his neigh- 
borhood, including Pat, a veritable giant. So he circulated a 
list of those he though he could retire from the ring, should 
they have a desire to enter it, including Pat, the giant. The 
latter heard of his being on the list. 

“So you think you can lick me,” he inquired, scowling at 
Mike. 

“I do,” said Mike. “Don’t you?” 

“No, I don’t think anything of the kind and you know I 
don’t,” retorted Pat, starting to climb over the back fence. 

“Oh, well,” said Mike, “if that’s the way you feel about 
it, we'll just cross your name off the list.” 





President Hoover, within the week, 
has announced that he will ask Congress 
to appropriate money for the relief of 
citrus fruit growers in Florida whose 
property is being destroyed, to prevent 
the spread of the Mediterranean fruit 
fly. He holds there is a moral obligation on the part of the 
government of the United States to do something for the men 
whose propertty is being taken because it might do hurt to 
the country far greater, in dollars, than the loss, in dollars, to 
the fruit growers. It is not a legal obligation. 

However, the seafaring folk have long worked on the prin- 
ciple that, if the master of a ship is compelled to sink the 
property of some of the shippers using his boat, those whose 
property has been saved by that operation shall contribute to 
minimize the losses of those unfortunate enough to own the 
property the sinking or jettisoning of which saves the rest. The 
rest of the country is saved from loss by the destruction of 
animals afflicted with fooot and mouth disease or tuberculosis, 
even as the rest of the country is saved from loss by the de- 
struction of property in Florida for the eradication of the fruit 
fly. 

Land folk, however, have been slow to recognize the prin- 
ciples underlying special or general average in the matter of 
property carried on the high seas. Some of the rules and prac- 


Florida’s Disasters 
the Financial 
Concern of All 


tices of the seafaring folk, in the matter of deviation, demurrage, 
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and the earning of the freight money, have seemed, to land 
freighters and their customers, to be archaic and akin to the 
code of the highwayman. That was because the land-lubbers 
did not know as much as they should, in many instances, about 
the reasons for the practices of the carriers of freight by water, 
who are not insurers of freight, as shippers by railroads think 
they should be. 

The danger of the policy of every man for himself and the 
devil take the hindmost was realized, probably more acutely 
than ever, when fifteen Florida banks closed in one day. The 
federal government came to their rescue with $5,000,000 in cash, 
much less than the proverbial drop in the bucket, for the coun- 
try as a whole. Allowing the Florida banks to close would 
mean the spread of panicky conditions far outside of that state. 
Sending that money to the Florida folks was a concrete way 
of telling them that they would get out of their trouble and 
that panic was never a good thing to have around, even if 
things looked black in a spot, small in comparison with the 
whole country, but big to the folks in it. 

This country is fighting or fretting 
about the Japanese beetle, the Japanese 
honeysuckle, the Mexican boll weevil, 
the Canada thistle, the European corn- 
borer, the English sparrow and _ star- 
ling, and the Mediterranean fruit fly. 
The adjectives attached to those pests suggest the question as 
to whether there are any home-grown or indigenous pests. Or 
is it merely a case of distance lending horror to the view? The 
Colorado beetle or potato bug, the Kansas grasshopper, and the 
San Jose scale may be native pests, though the Spanish names 


Speaking of Pests— 
Are There Any 
Native to America? 


of the potato bug and the scale might suggest to an uninformed | 


person that the grasshopper was the only native. Colorado is 
the name of a state and San Jose the name of town where the 
scale seemed to be bad. Perhaps in other countries there are 
pests that bear American names. It is a fact that, when a pest 
is introduced into a foreign land, he usually comes alone. Those 
who prey on ‘him do not come along, so the balance in nature 
is destroyed until the pest and its enemy can be brought into 
juxtaposition again. Many times the enemy of the pest itself 
turns out to be a pest, as, for instance, the mongoose, in- 
troduced into the West Indies to fight the deadly fer de lance. 
The mongoose is as fond of chickens as it is of the snake, so 
that in parts of the West Indies the natives wish the mongoose 
had been kept at home and they had been left to fight the fer 
de lance without his help.—aA. E. H. 


FREIGHT TRAFFIC RECORD 


Freight traffic handled so far this year by the railroads of 
this country has been the greatest ever carried by them in any 
similar period, with indications of a continuation of heavy freight 
movement, although possibly not in record proportions, for the 
remainder of the year, according to a report submitted at a 
meeting July 25 at Atlantic City of the directors of the Ameri- 
can Railway Association by M. J. Gormley, chairman of the 
car service division of that association. 

Despite the heavy traffic which the railroads have handled 
up to the present time and the heavy movement which always 
comes in the fall months, according to the report, the car supply 
is considered ample to meet requirements not only as to grain 
shipments but also other commodities requiring the use of either 
box or open top cars as well as refrigerator cars. 

Actual loading of revenue freight for the first 27 weeks this 
year, according to the report, amounted to 26,505,770 cars, an 
increase of 1,193,050 cars, or 4.7 per cent above the same period 
in 1928 and an increase of 145,645 cars, or six-tenths of one per 
cent above the same period in 1927. Actual loading of revenue 
freight for the first 27 weeks in 1929 was an increase of 359,743 
cars above the estimate for that period made last spring by 
the car service division, which at the same time estimated that 
total loading for the year 1929 would amount to 52,553,813 cars, 
compared with 51,576,731 cars, actual loading in 1928. 

With the exception of grain and grain products, live stock 
and forest products, there has been an increase in the loading 
of all other commodities in the 27 weeks this year compared 
with the corresponding period last year. 

Condition of locomotives on July 1 was the best ever re- 
ported in recent years. There were also fewer freight cars 
in need of repair on July 1 this year than on any similar date 
in the past seven years with the exception of July 1, 1927, when 
freight car conditions were slightly better. 

Regarding the heavy crop movement this year, the report 
said, in part: 


Owing to the rapid maturing of the crop, the grain movement 
from the southwest began in heavy volume around June 25, some- 
what earlier than it did a year ago. The Santa Fe, by reason of its 
location and extent of line, handles the largest volume of any south- 
western wheat carrier. Last year that road established a record 
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by loading 1,885 cars of grain in one day. So far this season th 
road has broken last year’s record four times, the latest peak = 
having been 2,124 cars. For the first seventeen days in July th, 
average loading for that road has been 1,700 cars per day or a4 
average of about 90 per cent of their last year’s peak day, These 
figures are given to indicate the almost incredible increase jn th 
volume of wheat thrown onto the railroads in the southwest 2 
reason of continued extension of the use of the combine harvester 
trucks and other farm machinery. Other railroads in the same ter) 
tory have also experienced extremely heavy loading, but not entire, 
in the same degree due to difference in local conditions, particularly 
the falling off in the crop in Oklahoma and Kansas. 

The southwestern railroads began the season with a large surplus 
of empty box cars suitable for grain loading, but by reason of the 
delayed movement of the old crop and a high average of general 
business it was impossible to accumulate quite as large a Surplus 
as a year ago. There have been some more or less serious car short. 
ages, particularly in southwestern Kansas during the past ten days 
due in part to a disastrous flood which cut the lines of the Rock 
Island, Santa Fe and Missouri Pacific and delayed operations quite 
seriously. 

All connections of the southwestern roads have been cooperating 
voluntarily on the delivery of empty box cars to the roads Serving 
this territory. 

Normally at this season of the year there is a heavy movement 
of grain to Galveston for export and a corresponding demand by for. 
eign purchasers. We have had this year a heavy movement to Gal- 
veston of new grain, particularly from Texas, where the crop was 
large. Unfortunately, conditions in the grain market have not beep 
favorable to a prompt movement to export and the result is an ae. 
cumulation of grain, which now amounts to something over 4,0(j 
cars at Galveston and 3,000 more in transit, with local elevators 
practically full. This has made necessary the placing of an em- 
bargo, which prevents any further loading or reconsignment of grain 
to this port. The embargo will remain in effect until the accumul- 
tion is relieved. 

Reports indicate a comparatively light crop of wheat in the north- 
western spring wheat states and it is not anticipated that the trans- 
portation lines will have any difficulty handling the traffic in that terri- 
tory, even though there is a considerable accumulation of old grain 
at terminal markets. It is believed that the higher grain prices now 
prevailing will move considerable of this old grain and it is felt 
there will be ample room and car supply to take care of the new crop, 


Despite a heavier demand this year than last for coal cars 
and other open-top equipment, the report said the car supply 
will be ample to protect adequately all requirements. This also 
holds true, according to the report, for refrigerator cars. 

J. J. Bernet, president of the Chesapeake & Ohio, Pere Mar. 
quette and Hocking Valley railroads, was elected an ex-officio 
member of the board of directors. 


VOLUME AND SPEED OF FREIGHT 


The volume of freight traffic handled by the Class I rail. 
roads in May amounted to 42,027,470,000 net ton-miles, the 
greatest for any May on record, according to the Bureau of 
Railway Economics, 

This exceeded by 1,909,571,000 net ton-miles, or 4.8 per cent, 
the previous F d for May established in May, 1927. It also 
was an increasé of 2;764,364,000 net ton-miles, or 7 per cent 
above that for May, 1928. 

In the eastern district there was an increase in the volume 
of freight handled of 9 per cent in May, 1929, compared with 
the same month in 1928, while the southern district reported 
an increase of 2.1 per cent. The western district reported al 
increase of 6.2 per cent. 

The volume of traffic for the first five months in 192 
amounted to 197,916,061,000 net ton-miles, an increase of 11,269, 
577,000 net tommiles, or 6 per cent above the corresponding 
period in 1928. It also was an increase of 2,388,946,000 net ton- 
miles, or 1.2 per cent above the same period in 1927. 

Railroads in the eastern district for the five months’ period 
this year reported an increase of 8.7 per cent in the volume 
of freight traffic handled, compared with the same period i 
1928, while the southern district reported an increase of nine 
tenths of one per cent. The western district reported an 
crease of 4.3 per cent. 

The railroads are now moving freight traffic with the great 
est speed ever obtained by them, according to reports filed by 
the rail carriers with the bureau. The average speed of freight 
trains in May this year was 13.3 miles per hour, which wa 
slightly greater than that for April. This is the highest average 
that has ever been reached in any month. The average daily 
movement per freight car in May was 32.9 miles, which exceeds 
the previous average for any May on record, having been 18 
miles greater than that for May, 1928, and 2.7 miles greater 
than for May, 1927. 

In computing the average daily movement per day, account 
is taken of all freight cars in service, including cars in transit, 
cars in process of being loaded or unloaded, cars undergoilé 
or awaiting repairs and also cars on sidetracks for which 
load is immediately available. 

The average load per car in May this year was 26.7 tons, 
including less-than-carload-lot freight as well as carload freight. 
This was an increase of four-tenths of a ton above that for Mal, 
1928, but a reduction of two-tenths of a ton under May, 1927. 
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Decisions of Interstate Commerce Commission 





ROOFING MATERIAL RATES 


On further consideration, in No. 17358, Higginbotham-Bart- 
lett, Inc., et al. vs. Abilene & Southern et al., and cases joined 
with it, the whole Commission, on appeal from divisions 1 and 3, 
has reversed the findings in the original report, 136 I. C. C. 231, 
that rates on building and roofing materials, carloads, from St. 
Louis and Kansas City, Mo., Chicago, Peoria and Marseilles, 
lL, Minneapolis, Minn., Cincinnati, O., and New Orleans, La., 
and points taking the same rates or rates based thereon to 
destinations in southern Kansas, Oklahoma and Texas, were 
not unreasonable or otherwise unlawful, except with respect 
to rates to southern Kansas. The finding as to rates to south- 
ern Kansas destinations were not unreasonable except as to 
shipments embraced in No. 17123, Benson Bros. Lumber Com- 
pany et al. Vs. Santa Fe et al., which moved under tariffs subject 
to rule 77, of Tariff Circular 18-A, has been affirmed. Repara- 
tio has been awarded. 

Previous findings that the rates on the like commodities 
from Kansas City, St. Louis, Chicago and Marseilles, and points 
taking the same rates, from Port Huron, Mich., and from Lock- 
land, O., to Denver, Colorado Springs, Pueblo, Longmont, and 
Greeley, Colo., were not unreasonable, have been affirmed. 
Complaints in Nos. 17481, Mountain States Roofing Co. et al. vs. 
Santa Fe, 16637, Newton Lumber & Manufacturing Co. vs. Rock 
Island, and two sub-numbers thereunder, Crissey & Fowler Lum- 
ber Co. vs. Santa Fe and McPhee & McGinnity Co. et al. vs. 
Burlington, have been dismissed. The prior report in these 
cases is in 126 I. C. C. 475. 

In the first mentioned group of cases the Commission found 
that in those instances where the rates to Oklahoma destinations 
exceeded those contemporaneously applicable on building and 
roofing paper they were to that extent unreasonable; from St. 
Louis and points taking the same rates and from Kansas City 
to other Oklahoma destinations the Commission found the rates 
unreasonable to the extent that they exceeded those prescribed 
in Certain-teed Products Corporation vs. A. & L. M., 95 I. C. C. 
273, and from points beyond St. Louis it found the rates to the 
Oklahoma destination unreasonable to the extent they exceeded 
those from St. Louis plus the differentials then applicable over 
the rates from that point. The Commission further found that 
the rate from Kansas City to Texas destinations were unreason- 
— to the extent they exceeded those prescribed in the Certain- 
teed case. . 

Commissioner Campbell, concurring in part, said the findings 
had his approval with the exception of the award of reparation 
to the basis of a rate of 50.5 cents on shipments from New 
Orleans to Texas. He said he favored reparation on those ship- 
ments to the same basis as was found reasonable in the Certain- 
teed case. This report also embraced 3 subnumbers under the 
tile complaint, Burton Lumber Co. et al. vs. Abilene and 
Southern, Galbraith-Foxworth Lumber Co. et al. vs. Santa Fe, 
and Moore & Richolt Lumber Co. et al. vs. Santa Fe; No. 17208, 
Oklahoma Sash & Door Co. et al. vs. Same, as well as the other 
cases hereinbefore mentioned. 


SOUTHERN BRICK RATES 


In the report on further hearing, written by Commissioner 
McManamy, in I. and S. No. 1885, brick and clay products from, 
to, and between points in southern territory, opinion No. 14767, 
155 I. C. C. 730-43 (see Traffic World, July 20), the Commission 
undertook to dispose of all questions that had arisen since the 
original report, 88 I. C. C. 543, in connection with the schedules 
filed by the railroads in purported compliance with the decision 
y. National Paving Brick Manufacturers’ Association vs. A. & 

» 68 I, C. C. 213, 80 I. ©. C. 179, arising from the failure of 
state commissions to bring state rates into harmony with the 
guiding rules in the National case, formal complaints, schedules 
i another suspension case and thirteenth section proceedings 
— rates in North Carolina, Georgia and Alabama. The 
han cases embraced in this report are: I. and S. No. 1938, 
em t and clay products from, to, and between points in south- 
— oe No. 18442, rates on common brick between points 
hey er of North Carolina; No. 184438, rates on common 
ma etween Points within state of Georgia; No. 18444, rates 
No oe brick between points within state of Alabama; and 
del 3, Augusta Face Brick Co. et al. vs. Atlantic Coast Line 


the ~ of the big questions was as to the method of applying 
Tule laid down in the National case, providing for rates on 


common brick 80 per cent of those on other clay products. The 
federal commission said the 80 per cent rates should be applied 
on shipments in excess of 150 miles, the marked capacity of 
the car being the minimum. Georgia, Alabama and North Caro- 
lina made such rates applicable on the greatest distances within 
those states. The Commission disposed of the issues in the 
following findings: 


1. For distances in excess of 150 miles the interstate rates on com- 
mon brick as defined in the General Brick case, 80 I. C. C. 179, when 
loaded to the marked capacity of the equipment from, to, and between 
points in the territory defined in the original report in I. and S. No. 
1885, 88 I o 543, are, and for the future will be, unreasonable 
to the extent that they exceed or may exceed 80 per cent of_ the 
—— brick-list scale prescribed in I. and S. No. 1885, 88 I. C. C. 


2. There are no conditions within Georgia, Alabama, or North 
Carolina justifying the maintenance of intrastate rates subject to 
definitions of or minimum weights on common brick in those states 
different from those applicable in connection with the transportation 
of common brick to, from, or through those states; and that the 
maintenance of intrastate rates subject to definitions and minimum 
weights different from the just and reasonable definition and mini- 
mum weight prescribed in finding 1 gives an undue preference and 
advantage to intrastate shippers of common brick in Georgia, Ala- 
bama, and North Carolina, and subjects interstate shippers of common 
brick who ship to, from, or through those states to undue prejudice 
and disadvantage and unjust discrimination against interstate com- 
merce; which undue prejudice and unjust discrimination should be 
removed. 

3. To remove such undue prejudice and unjust discrimination 
the interstate definition of common brick, including the requirement 
that the brick be loaded to the marked capacity of the car, as de- 
scribed in finding 1, should be made applicable in connection with 
ae rg rates on common brick in Georgia, Alabama and North 
sarolina. 

In view of the fact that past shipments were subject to minima 
lower than that herein prescribed for the future, the record affords 
no basis for a finding of unreasonableness as to rates on past ship- 
a therefore, the prayer for reparation in No. 17093 is hereby 
denied. 

Commissioner Eastman dissented, for the reasons set forth 


in his separate expression at the time of the prior report, he 
said. He said he was authorized to say that Commissioner 
Woodlock dissented for the same reasons. 


PREPARED ROOFING ADJUSTMENT 


Condemnation of the carrier plans to comply with the Com- 
mission’s decision in Standard Paint Co. vs. Director-General, 
112 I. C. C. 589, and 142 I. C. C. 221, has been given in I. and 
S. No. 3196, roofing and building materials between points in 
trunk line and New England territories and points in central 
territory, also between Cincinnati, O., and Covington and New- 
port, Ky. In the report written by Commissioner Porter the 
Commission, by division 3, has found not justified the proposed 
increased rates on prepared roofing, roofing and building paper 
and specified related articles, carloads, from trunk line and New 
England territories to destinations in central territory and 
between the Ohio and Kentucky points mentioned. The sus- 
pended schedules had been ordered cancelled and the proceedings 
discontinued. 

Commissioner Porter considered the case in two divisions, 
the first the rates between trunk line and New England and 
central territory. The second division was between Cincinnati 
and the adjacent Kentucky points of destination. 

The carriers asserted that in establishing rates prescribed 
in the standard case from points in the trunk line and New 
England territories to West Virginia they found is necessary to 
increase the rates to central territory points in western Penn- 
sylvania, western New York, Ohio, Indiana, Illinois and Mich- 
igan to avoid violation of the long-and-short-haul part of the 
fourth section. They proposed increases so as to enable them to 
continue the percentage group adjustment in central territory. 
Commissioner Porter said it was clear that certainly the pro- 
posed rates would be unreasonable at least in those instances 
where they exceed fifth class. Furthermore, he said, undue 
prejudice to central territory protestants would result from the 
establishment of the proposed rates without corresponding in- 
creases from competing points in central territory. 

In respect of traffic between Cincinnati and Covington and 
Newport, the Louisville & Nashville proposed to increase the 
rate from 2.5 to 9 cents on roofing and building materials. That 
is the ninth class rate prescribed in southern territory for dis- 
tances of 10 miles or less. Commissioner Porter said that the 
ninth class rate for 10 miles or less contemplated terminal serv- 
ices at both ends and that therefore, notwithstanding the diffi- 
cult operating conditions, in the Cineinnati district, it was 
manifestly unreasonable to exact that rate on shipments upon 
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which the cost of terminal cost at point of origin had been paid 
in a separate switching charge. 


TRANSIT SWITCHING ABSORPTION 


The Commission, on reconsideration in No. 18452, D. A. 
Stickell & Sons et al. vs. Pennsylvania, on appeal from division 
4, has affirmed the original report, 151 I. C. C. 364. In the prior 
report the finding was that the assessment and collection of 
switching charges to and from an off-line mill, on transited 
grain, at Hagerstown, Md., resulted in overcharges on ship- 
ments which left the point of origin prior to May 14, 1926, but 
not on shipments which left the point of origin on and after that 
date. 

Before the day mentioned the tariff of the Pennsylvania 
provided for the absorption of switching to and from the 
Stickell mill on “all freight’? under immaterial revenue and 
loading limitations. The tariff was changed on May 14, 1926, 
so as to limit the absorptions to freight “originating at or 
destined to firms, individuals or industries having siding con- 
nection with the Western Maryland Railway” and subject to 
the same revenue and loading limits. The Commission said that 
Hagerstown was neither the origin nor destination point of 
the grain in question. 

In the petition for reconsideration the complainants pointed 
out that the allegation was that the refusal of the Pennsylvania 
to absorb resulted in unreasonable charges and not that the 
charges were unreasonable in and of themselves, as division 4 
seemed to think. They pointed to York Manufacturers’ Asso- 
ciation vs. P. R. R. Co., 107 I. C. C. 219, to illustrate their 
point. The Commission, however, said the record did not war- 
rant a similar finding as to Hagerstown. It did, however, 
change the report to read that the refusal was not shown to 
have been unreasonable or unduly prejudicial. It also told the 
carrier to clarify its tariff. 

Commissioner Eastman, dissenting, said that in his opinion 
the interpretation placed on the tariff by the majority was in- 
consistent with A. T. & S. F. vs. United States, decided by the 
Supreme Court on June 3 (See Traffic World, June 8, p. 1400), in 
which Associate Justice Brandeis said ‘‘there is no rule of law 
or practice which gives to a carrier the right to recapture traffic 
which it originated,” referring to the Santa Fe’s effort to control 
the outward movement of grain that had been stored in Kan- 
sas City. 


HOG TRANSIT FINDING CHANGED 


The Commission, on further hearing in No. 17241, Jacob E. 
Decker & Sons vs. C. & N. W., has affirmed, with modifications, 
the findings in the former report, 126 I. C. C. 551, that combina- 
tions of local rates to and from Huron, S. D., charged on carload 
shipments of hogs from points in North Dakota and South Da- 
kota, double-decked in transit at Huron, and reforwarded to 
Mason City, Ia., were unreasonable, but not unduly prejudicial 
or in violation of section 6 of the interstate commerce act and 
that the complainant was entitled to reparation. 

The case was reopened on petition of the complainant, the 
petition of the North Western for reargument having been denied. 
The original report proceeded upon the assumption that all the 
movements were of the same sort when, as a matter of fact, there 
were three sorts, namely: single deck to Huron and double 
deck beyond; single deck to Huron and single deck beyond; and, 
double deck to Huron and double deck beyond. In disposing of 
the case on further hearing the Commission said: 


In lieu of the findings made in the prior report, we find except as 
to shipments made between May 25, 1923, and August 8, 1923, inclusive, 
that the assailed rates on hogs in single-deck cars were unreasonable 
to the extent that they exceeded the lowest through rates on hogs in 
single-deck cars contemporaneously in effect over other routes of 
defendant from the respective points of origin to Mason City; that the 
assailed rates on hogs in double-deck cars were unreasonable to the 
extent that they exceeded the lowest through rates on hogs in double- 
deck cars contemporaneously in effect over other routes of defendant 
from their respective points of origin to Mason City; and that the 
assailed rates on hogs in single-deck cars to Huron, thence in double- 
deck cars to Mason City, were unreasonable to the extent that they 
exceeded the lowest through rates on hogs in single-deck cars, sub- 
ject to the double-deck minimum, contemporaneously in effect over 
other routes of defendant from the respective points of origin to 
Mason City. 

We further find that on shipments delivered between May 25, 1923, 
and August 8, 1923, inclusive, the rates assailed were unreasonable 
to the extent that they exceeded the corresponding rates prescribed 
in the South Dakota case, 77 I. C. C. 451, applied in the manner pre- 
scribed therein, the rates on hogs in sinfle-deck cars to Huron, thence 
double-deck to Mason City, to be made by using the through single- 
deck rates on hogs prescribed in that case, subject to the double- 
deck minimum. 


KRUPP CAST PIPE CASE REVISED 


So as to bring it into line with the decision in Iron and 
Steel Articles, 155 I. C. C. 517, the Commission, by division 3, on 
further consideration in No. 16356, Krupp Foundry Co. vs. South- 
ern et al., has substituted the scale prescribed in Iron and Steel 
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Articles, the Hoch-Smith iron and steel revision recently ap. 
nounced, for the one devised, but not ordered, in the Origina| 
report in the Krupp case, 148 I. C. C. 743. 

The eastern scale prescribed in 155 I. C. C. 517, extended 
to 1,500 miles, is to be used for measuring differences in rate, 
in making adjustments on cast iron pipe from Lansdale ang 
Quakertown, Pa., to destinations in Maryland, Delaware, Vir. 
ginia, the Carolinas, Tennessee, Kentucky, Georgia and Alabam, 
so as to remove undue prejudice against the Pennsylvania Points 
and undue preference of cast pipe founders in the Birminghay 
Ala., district, at Chattanooga and Knoxville, Tenn.; also t, 
remove undue prejudice against complainants at Florence, N, j, 
in the rates from the southern district points to destinations 
east of the Mississippi; and in the rates from Chattanooga ty) 
destinations east of the Mississippi and north of the Ohio ang 
some of the southeastern states. 

This report also covers No. 16176, Somerville Iron Works 
vs. Same and No. 18431, Florence Pipe & Foundry Co. ys. New 
Haven et al. 

Commissioner Porter, who wrote this report on further 
consideration, said no substantial reason appeared in this rer. 
ord why one scale should be used in fixing the level of the rates 
between points in official territory and a different scale shou 
be used in arriving at differences in rates. The scales pre. 
scribed in the Hoch-Smith iron and steel case and that sug. 
gested for use in the Krupp case, Mr. Porter said, were the 
same up to 500 miles. Beyond that point, however, owing toa 
different rate of progession, the Hoch-Smith scale rates are 
lower. The scale prescribed for use in making rates in this 
case, is the Hoch-Smith iron and steel scale extended at the 
same rate of progression, from 1,200 to 1,500 miles. Nine 
blocks, alternately 35 and 30 miles, are added to the Hoch. 
Smith scale and one cent is added for each block, so that the 
scale runs out at 1,500 miles with a rate of 65 cents. 


BARGE RAIL JOINT RATES 


Two modifications have been made by the Commission in 
Ex Parte No. 96, through routes and joint rates between Inland 
Waterways Corporation and other common carriers, opinion 
No. 14748, 156 I. C. C. 141-4, in a supplemental report on recon- 
sideration written by Commissioner Eastman. The first is to 
relieve the carriers from the duty of making joint rates over 
circuitious routes resulting in wasteful transportation. The 
second brings the order in this case into conformity with the 
criteria as to such joint rates in the southeast prescribed in 
Inland Waterways Corporation vs. Alabama Great Souther, 
151 I. C. C. 126, between New Orleans, La., and Mobile, Ala, 
on the one hand, and points on the Southern system in Georgia, 
Tennessee, Virginia and the Carolinas on the other. 

In respect of the first point on which a modification was 
made Commissioner Eastman said, “needless to say, it was not 
intended to require the establishment in such a situation of 
juint rates with the barge line over all possible routes, how: 
ever circuitous and wasteful they might be.” 


As to the second point he said the Commission’s prior 
report would require the establishment of joint commodity 
rates where exceptions were permitted in the case pertaining 
to rates on the Southern in the southeast. In his summary of 
the matter Commissioner Eastman said the findings in the 
original report, 153, I. C. C. 129, were modified to provide: 

(a) That through barge-rail and rail-barge-rail routes, and hence 
joint rates, need not be established except over the shortest route 
between the inland point of origin (or destination, as the case may be) 
and the port of interchange over which the lowest corresponding rate 
between such points applies; and (b) that no joint rates on a com- 
modity need be established where the corresponding all-rail rate over 
the direct route from or to an interior point in southern territory 
to or from a port of destination or origin involves at intermediate 
points departures from the long-and-short-haul provision of the 
fourth section of the interstate commerce act. 


COAL DECISION AFFIRMED 


With four of the participating commissioners dissenting, the 
Commission, on reconsideration in appeal from division 4, 
No..15841, William Kelly Milling Co. vs. Santa Fe and twenty-five 
complaints joined with it, has affirmed the findings in the former 
report, 146 I. C. C. 479, that the rates on coal and coke, from 
producing points in Colorado and New Mexico to destinations 
in Kansas, Nebraska and South Dakota were not unreasonable 
prior to August 4, 1925. The dissenting commissioners 4 
Eastman, who wrote a long expression of views, Lewis, chalt 
man, who joined Eastman, McManamy, who wrote his views, 4! 
Campbell, who merely noted his dissent. Commissioner Fartél 
did not participate in the cases. 

The issue in this reconsideration was whether there should 
be an award of reparation on shipments prior to August 4, 19 
the rates in effect in that period having been based upon pmo! 
decisions of the Commission. In the former report and in this 
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e the majority finds that reparation should not be made as 
- shipments prior to the date twice before mentioned. 
¢ As to reparation on shipments since that date, the Com- 
ssion, in this report, said that when rates had been made effec- 
tive in conformity with its decision in Colorado & New Mexico 
coal .Operators’ Association vs. Denver & Rio Grande Western, 
ig I. C. C. 877, it would give consideration to that question. 
"In the prior report the railroads were afforded 90 days in 
which to establish rates in conformity with the decision in the 
Coal Operators’ case. That period expired October 15, 1928. 
prior to that date some of the carriers submitted proposals in 
purported compliance with the decision. However, inasmuch as 
the case has been reopened the rates have not been established. 
In this report the Commission allows the carriers another period 
of 90 days in which to establish rates in conformity with the 
earlier decision in the Coal Operators’ case. 

In this case Commissioner Eastman amplifies his dissent 
in the former report in which he laid down the proposition that 
on some day in the lapse of time, when conditions have changed 
as much as he says they have changed on this traffic, the value 
of decisions 16 or 20 years before disappears. He said that in 
this ease the carriers had ample notice, on account of the wide 
disparities in rates up to the Kansas-Colorado line and those 
pevond, that there was something wrong with the adjustment. 
He also called attention to the fact that the Commission itself 
commented upon the adjustment made by the Colorado com- 
mission on state rates saying that the Colorado rates would be 
accepted in measuring the interstate rates and in determining 
the proper and lawful relationship to be observed between the 
two classes of rates. 

Commissioner McManamy said that the rates prior to Au- 
oust 4, 1925, were unreasonable under any adjustment and that 
reparation should have been awarded. 

This report covers nineteen sub-numbers under the title 
complaint and others, as follows: 


ni 


Hutchinson Supply Co. vs. Santa Fe et al.; Randle Coal Co. vs. 
Missouri Pacific et al.; Richards-Scheble Candy Co. vs. Santa Fe; 


Deatz Sons Coal Co. vs. Santa Fe et al.; Frank Colladay Hardware 
(Co. vs. Santa Fe; Raymond Grain & Supply Co. vs. Santa Fe et al.; 
Ellinwood Milling Co. vs. Santa Fe et al.; Farmers Co-operative 


Grain Milling & Mercantile Association vs. Santa Fe et al.; H. L. 
McCurdy vs. Santa Fe; Plevna Grain & Supply Co. vs. Santa Fe et al.; 
Zenith Grain Live Stock & Mercantile Co. vs. Santa Fe.; Citizens 
Lumber & Supply Co. vs. Santa Fe et al.; C. F. Bunte Coal Co. vs. 
Santa Fe et al.; Young & Sons Mercantile Co. vs. Santa Fe et al.; 
S. §. Butler Sons Co. vs. Santa Fe et al.; G. A. Forsse vs. Santa Fe 
et al; Farmers Cooperative Co. vs. Santa Fe et al.; Frank Kucera 
vs. Colorado & Southern et al.; Geo. T. Herne vs. Santa Fe et al.; 
No. 16665, Southwestern Lumbermen’s Association et al. vs. Arkansas 
Valley Interurban et al.; No. 16665 (Sub-No. 1), Cooperative Exchange 
etal. vs. Arkansas Valley Interurban et al.; No. 16987, Foster Lumber 
(o. vs. Santa Fe et al.; No. 21691, Barnett Lumber Co. et al. vs. 
Santa Fe et al.; No. 21691 (Sub-No. 1), City of Holdrege et al. vs. 
Santa Fe et al.; and No. 21571, S. A. Foster Lumber Co. et al. vs. 
Santa Fe et al. 


PETROLEUM RATES REDUCED 


A downward revision of rates on petroleum and its products, 

frm southern California refining points to destinations in 
Arizona and New Mexico, has been ordered to be made not later 
than September 30 in No. 19516, Arizona Corporation Com- 
mission et al. vs. Santa Fe et al., a sub-number thereunder, L. J. 
Hall vs. Same, No. 20373, and J. M. Gibbs y Cia vs. Pacific 
Electric et al. The order is based upon a finding of unreason- 
ableness alone. The decision is by the whole Commission. It 
specifically found that the rates were not unjustly discriminatory 
or unduly prejudicial. 
_ Rates of 70 cents are to be established to Arizona destina- 
lions and 80 cents to New Mexico points involved in the cases. 
Rates on distillate are to be made not higher than 80 per cent 
of the rates on the refined products. Rates from El Segundo, 
Calif, to Cananea, Mex., were found not unreasonable, or other- 
Wise unlawful. 

Reparation is to be made on shipments made prior to Au- 
gust 6, 1926, to the basis of the rates that went into effect on 
that day. They were changed on that day as a result of the 
decision in Associated Oil Co. vs. Arizona Eastern, 112 I. C. C. 
», referred to in this report as the late case. The rates prior 
to that time, the report said, were generally those approved 
i Pacific Creamery Co. vs. S. P., 42 I. C. C. 93, subjected to 
the eneral increases and reduction since that time. Reparation 
Was not asked in the Associated case. 

The railroads contended that there should be no reparation 
cause the rates condemned in the late case were those ap- 
a in the earlier creamery case and because there was no 
‘mand for reparation in the Associated or late case. 

wr. Commission said it had no reason to believe that its 
of pe In either case Were in error. But, it said, the volume 
“ oe of refined oil into New Mexico and Arizona had 
deena eed increased between the date of the hearing in the 
hen ated case and the one in these cases that the change in 

Sportation conditions afforded ample ground for concluding 
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that the rates established on August 6, 1926, would have been 
reasonable maxima on complainants’ shipments prior to that 


date. The railroads also contended that as two or three of 
the complaining oil companies were also complainants in the 
Associated case in which no reparation was sought by them, 
the Commission should deny reparation now. In answer to 
that the Commission said that it had awarded reparation in 
the Associated case to the basis of the rates therein prescribed 
for the future to several complainants on shipments which 
moved as far back as April, 1921, from midcontinent points to 
some Arizona destinations. 

The reductions approximate 10 cents per 100 pounds. These 
complaints, except No. 20373, the Commission said, involved rates 
on refined products and distillates, from southern California 
points grouped with and taking the same rates as Los Angeles 
to destinations in Arizona and a part of New Mexico. The points 
in New Mexico are those on the Santa Fe from the Arizona-New 
Mexico state line to Albuquerque, N. M., thence south on that 
line of railroad to the New Mexico-Texas line and west of Rin- 
con, N. M., and points on the Southern Pacific west of El Paso, 
Tex. In the Hall complaint rates to Lowell and Bisbee, Ariz., 
were attacked as unreasonable. In the Gibbs case the rates 
from El Segundo to Naco, Ariz., and Cananea, Mex., were at- 
tacked as unreasonable and unduly prejudicial. As to shipments 
in the Gibbs.case to Naco, N. M., the Commission said there was 
no showing that the complainants paid and bore the charges. 

Commissioner Taylor dissented from the award of repara- 
tion on the ground that there were no such unusual circum- 
stances, as provided by Rule III(s) of the Commission’s rules 
of practice, as to warrant an award, because, as he pointed out, 
the principal complainants in the title case were complainants 
in the Associated case in which they did not ask for an award 
of reparation. 


FIGS AND DATES 


Ratings and rates on figs and dates have been ordered es- 
tablished not later than October 1, in No. 20171, Loose-Wiles Bis- 
cuit Co. vs. Eastern Steamship Lines, Inc., et al. The Commis. 
sion, by division 5, in that case found not unreasonable the 
fourth class rating and rates applicable on dried figs, other than 
candied, crystallized, glazed or stuffed, carloads, between points 
in official and western classification territories, in effect prior to 
May 4, 1928, and the present fifth class rating and rates applica- 
ble thereto. 

Fourth class rates applicable on dried or evaporated dates 
in bulk, in barrels or boxes or in inner containers, other than 
glass or earthenware, in barrels or boxes, in straight carloads, 
or with figs in mixed carloads, from New York, N. Y., and Wee- 
hawken and Manhattan Pier, N. J., to Omaha, Nebr., have been 
found not to have been unreasonable prior to May 4, 1928. As 
to the time since then they have been found unreasonable to the 
extent that they have exceeded the contemporaneous fifth class, 
minimum 36,000 pounds. Reparation has been awarded and the 
fifth class rating prescribed for the future. 

The Commission has further found that the rate applicable 
to ocean-rail transportation of figs, in bulk, in bags, carloads, 
from New York, N. Y., to Dallas, Texas, was not unreasonable, 
prior to May 4, 1928. It has found that the rates applicable since 
that day have been unreasonable to the extent they have ex- 
ceeded fifth class, minimum 36,000 pounds, awarded reparation 
and prescribed fifth class rating as maximum for the future. 

This report also embraces a sub-number under the title 
complaint, National Biscuit Co. vs. B. & O. et al., and No. 20623, 
Carton & Jeffrey Co. et al. vs. Same. 


POTATO REPORT REVISED 

Commissioner Woodlock, in No. 20337, Leonard, Crosset 
& Riley, Inc., et al. vs. Aransas Harbor Terminal et al. and the 
cases joined with it, on reconsideration by the Commission of 
the prior report, 155 I. C. C. 89, has made corrections in the 
verbiage of the original report, but left the conclusions as 
originally announced. 

In the original report the Commission found that the rates 
on potatoes from points in Minnesota and North Dakota to 
destinations in Kansas, Oklahoma, Louisiana, west of the Mis- 
sissippi and Arkansas were, and for the future would be, un- 
reasonable to the extent they exceeded or might exceed the 
applicable rates on potatoes from Sioux City, Ia., to the same 
destinations by more than specified amounts varying according 
to the location of the origin point. 


WOOD PULP BOARD 
A reduction in rates on wood pulp board, from Knoxville, 
Tenn., to New York, N. Y., Philadelphia, Pa., and Baltimore, 
Md., based on a finding of unreasonableness, has been ordered 
in No. 19235, Knoxville Freight Bureau et al. vs. Southern et al. 
The Commission, by division 2, found the existing rates of 
47, 43.5 and 42 cents unreasonable to the extent they exceeded 
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or might exceed 45 cents to New York, 43 cents to Philadelphia 
and 40 cents to Baltimore. It awarded reparation and ordered 
the establishment of the new rates not later than September 30. 

A rate of 47 cents to Boston, Mass., was found neither un- 
reasonable nor unduly prejudicial. The Commission said the 
complainants had not sustained an allegation of undue prejudice 
on account of lower rates from other points. Undue preference 
of competitors at Canton, N. C., was alleged. 

An unauthorized fourth section departure was found in a 
rate from Gordon, Ga., applicable over routes through Knox- 
ville. The Commission directed the removal of fourth section 
violations. 


LIVE STOCK COMBINATION RULE 


The Commission, by division 3, in a report written by Com- 
missioner Porter, in I. and S. No. 3252, livestock from points 
west of the Mississippi River to eastern destinations, has found 
justified, in part, the proposed proportional rates on cattle, 
calves, hogs, sheep and goats, carloads, lower than corresponding 
local rates from points in Wisconsin and Minnesota to Chicago, 
Ill., and from points generally in western trunk line, south- 
western and adjacent territories to St. Louis and specified cross- 
ings north of St. Louis, applicable on traffic destined to points 
east of the river with proposed concurrent cancellation of the 
so-called combination rule. ~ 

The finding of justification is in so far as the schedules 
specify the cancellation of the combination rule and provide in 
lieu thereof proportional rates from the west to the river cross- 
ings or Chicago to apply on traffic destined to points in the 
east in all instances in which the rate to and from the crossings 
or Chicago are on the basis of the applicable rate on this traffic 
on October 31, 1928. Otherwise the report finds that the sus- 
pended schedules have not been justified. 

In the parts of schedules found not justified the carriers 
proposed the cancellation of the application of the combination 
rule in connection with rates on horses and mules which were 
not used in making through rates to points in the territories 
east of the Mississippi. In lieu of the rates to which the com- 
bination rule would have been made inapplicable the carriers 
proposed proportional rates. 


CHAFFEE RAILROAD DIVISIONS 


The Commission, by division 5, in No. 15233, Chaffee Rail- 
road Co. vs. Western Maryland et al., on further hearing, has 
modified the findings in its former report, 102 I. C. C. 53, fixing 
a division to be received by the Chaffee out of joint rates on 
coal originating on that line, so that the finding will not have 
retroactive application. As revised the order requires the de- 
fendants, not later than October 1, to cease and desist from ask- 
ing joint rates or receiving divisions which do not allow the 
Chaffee a division of 22 cents per long ton. The carriers are 
required to readjust division payments back to July 9, 1928, the 
day upon which the Commission should have made its original 
finding effective for the future. 

The modification was founded upon the Commission’s con- 
struction of the decision of the Supreme Court of the United 
States in Brimstone R. R. Co. vs. U. S., 276 U. S. 104. 

Commissioner McManamy, dissenting in part, said that the 
facts in this case differed materially from those in the Brimstone 
case and that the facts warranted affirmation of the prior de- 
cision. 


OIL REPORT AFFIRMED 


Upon reconsideration, the Commission, by division 2, in No. 
18101, White Eagle Oil & Refining Co. vs. Santa Fe et al., and 
two sub-numbers, Transcontinental Oil Co. vs. Same, and Shaffer 
Oil & Refining Co. et al. vs. Same, opinion No. 14731, 156 I. C. C. 
51-2, has affirmed its original report, 147 I. C. C. 127. In the 
original report it found not unreasonable the rates on gasoline 
and other petroleum products, carloads, from Group 3 points 
in Oklahoma and from Casper, Wyo., to specified destinations 
in South Dakota, prior to November 24, 1928, the effective date 
of the order issued in connection with the original report. 

Complainants contended, in their petitions for reconsidera- 
tion, that the rates should have ben found unreasonable in 
the past and that reparation should have been awarded. They 
asserted that the rates assessed exceeded those found reason- 
able by such substantial amounts as to have been intrinsically 
unreasonable under any adjustment. They cited Prairie Pipe 
Line Co. vs. A. W. Ry. Co., 146 I. C. C. 149, in support of that 
proposition. 

In answering that contention the Commission said that the 
rates appeared to have been substantially on the same level to 
a large territory, including Nebraska, North Dakota and west- 
ern Minnesota as well as to South Dakota. Complainants, it 
said, had pointed to no instance where an assailed rate was on 
a higher level than the rates generally to the territory in ques- 


The Traffic World 


Vol. XLIV, No, ; 


tion. The Commission said that the effect of the reduction; 
required and made effective November 24, 1928, was to restore 
the rates substantially to the level they held prior to the ge, 
eral increases of 1918 and subsequent years. 


WROUGHT PIPE RATES 


The Commission, by division 3, in No. 20331, Lone Star Gas 
Company et al. vs. C. R. L & G. et al., opinion No. 14728 1% 
I. C. C. 40-4, has found unreasonable the applicable rates 
wrought pipe, carloads, between points in Texas and destin:. 
tions in Oklahoma, directed the refund of overcharges ay 
awarded reparation. It has found the applicable rates on ¢, 
rugated sheet iron meter-service boxes, carloads, from Dall 
Tex., to Pauls Valley, Frederick, and Waurika, Okla., not wy. 
reasonable and directed the collection of existing underchargy 

The rates on wrought iron pipe were found unreasonabk 
to the extent they exceeded or exceed 35 and 38 per cent fy 
single-line and joint-line hauls, respectively, of the southwoy. 
ern first-class rates shown in Appendix 18 in the southwesten 
revision, minimum 40,000 pounds, based on distances compute 
in accordance with the rule laid down in the southwestern p 
vision. 

In respect of the meter-service boxes, the complainant cop. 
tended that they should take the same rates as pipe. The boxe 
are made of sheet iron with cast iron tops and are placed iy 
the ground for the protection of gas meters. They are rate 
fourth class. The Commission said that upon this record j 
was not persuaded that the boxes were entitled to the pi: 
rates on which they were shipped. 


GUM LUMBER RECONSIGNMENT 


The Commission, in a second report on reconsideration in 
No. 19812, Woodward & Son vs. Southern et al., has reversed 
the prior reports, 146 I. C. C. 583, and 153 I. C. C. 575, that the 
movement of a car of gum lumber from Maiden to Liberty, 
N. C., was separate from and independent of the preceding inter. 
state movement to Maiden, from which point it was reconsigned 
to Liberty by a second reconsignment, and was intrastate in 
character. 

Having come to the conclusion that the reconsignment was 
on an interstate movement, the Commission applied the prin. 
ciple laid down in Nowlin & Co. vs. Norfolk & Western, 155 
I. C. C. 467. In that case and in this one the Commission sail 
that the application of a reconsignment charge in addition to 
the applicable interstate combination line-haul rates to and 
from Maiden, N. C., for forwarding the car from Maiden to 
Liberty, was and for the future would be unreasonable. The 
Commission ordered the defendants to cease and desist, not 
later than September 30, from the imposition of a reconsignment 
to further shipments of this character. It awarded reparation 
of $5.85, with interest. 

Commissioner Eastman, concurring, said he was of the 
opinion that the original report of division 4 was right. He 
said, however, that support could be found for the view that 
was being adopted in this second report on reconsideration and 
that, therefore, he could go with this report. 


PAPER WINDING CORES 

A finding of non-justification has been made by the Cor- 
mission, division 3, in I. and S. No. 3227, cores, paper winding 
returned to New England paper mill points, as to the proposel 
cancellation of less-than-carload commodity rates and of the 
application of fifth class rates on the commodity mentioned, 
from points in New York and New England to mill points il 
New England. The suspended schedules have been ordered 
cancelled and the proceeding discontinued. The Commissio 
said that the proposed adjustment would not result in a uniform 
basis of rates on cores within New England, uniformity beilé 
one of the desires of the carriers. The railroads said that they 
intended to cancel all L. C. L. commodity rates, on iron até 
steel articles in New England, thus permitting fourth class rates 
to apply. As to these cores, however, they proposed the applic 
tion of fifth class rates for some of the movements and fourtl 
class on others. 


BLACK POWDER CASES 


The Commission on reargument in No. 18464, Austin Po¥ 
der Co. vs. Wheeling & Lake Erie et al., No. 15924, Grassell 
Powder Co. vs. A. C. & Y. et al., and No. 16938, E. I. du Pont ée 
Nemours & Co. vs. Baltimore & Ohio et al., has affirmed t 
findings in the prior report in the title case, 139 I. C. C. 351, thi 
second-class rates on black powder, carloads from Falls Junctitl 
O., to Booneville, Evansville and Oakland City Ind and Coope® 
and Sparta, Ill., were not unreasonable. 

The finding in the prior report in the Grasselli complail! 
96 I. C. C. 271, that second-class rates on black powder, f= 
Quaker Falls, Pa., to destinations in Indiana and Illinois wert 
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ynreasonable has been reversed. The rates are now found not 
ynreasonable or otherwise unlawful. ; 

The prior finding in the du Pont complaint, 128 I. C. C. 705, 
that the first class rates on black powder, from Oriental Siding, 
fairchance, Pa., to destinations on the Western Maryland were 
ynduly prejudicial but not unreasonable or unjustly discrimi- 
natory has been affirmed. 


COMMISSION REPORTS 


Steel Poles 
No. 20757, Truscon Steel Co. vs. P. R. R. et al., opinion No. 
4719, 156 I. C. C. 7-10. By division 3. Complaint dismissed. 
class P rate applicable between Washington and Lincolnton, Ga., 
on steel poles from Pittsburgh, Pa., via Washington to Lincoln- 
Parties directed to adjust charges accordingly. 


Butter 
No. 19884, Beatrice Creamery Co. vs. Santa Fe et al., opin- 
ion No. 14720, 156 I. C. C. 11-15. By division 3. Rate on butter, 
carloads, Denver, Colo., to destinations in California unreason- 
able in the past and for the future to the extent it exceeded or 
may exceed $2.25. Reparation awarded and rate ordered to be 
established not later than September 16. 


Transited Grain 

No. 21082, Southard Feed & Milling Co. vs. C. G. W. et al., 
opinion No. 14727, 156 I. C. C. 37-9. By division 3. Rates on 
crain, carloads, points in Iowa, milled or inspected in transit 
at Kansas City, Mo., and the grain or product shipped to desti- 
nation in Missouri and Arkansas, unreasonable to the extent 
that they exceeded the contemporaneous rates on like traffic 
from Chicago to the same destinations. Complaint dismissed 
and reparation denied for lack of proof of damage. 

Lumber 

No. 20517, Prine Lumber Co. vs. Ann Arbor et al. By divi- 
sion 2. Complaint dismissed, rates on lumber, Quincy and 
Litman, Fla., to destination in central trunk line and New 
England territories not unreasonable and from Littman to the 
same destinations not unduly prejudicial. 


Cloth and Fabric Carpets 

No. 16809, Carson, Pirie, Scott & Co. et al. vs. Santa Fe et 
al. By the Commission on reconsideration. Finding in former 
report, 129 I. C. C. 446, that the ratings of first class, any quan- 
tity, on cloth and fabric carpets and rugs, value declared or re- 
leased to not exceeding $125 per 100 pounds, in the three classifi- 
cation territories were not unreasonable or unduly prejudicial, 
afirmed as to the past. First class for the future condemned 
as unreasonable to the extent it may exceed second class, mini- 
mum 30,000 pounds, subject to Rule 34. New rating to be estab- 
lished not later than September 30. 


ton. 


Strawberries 


No. 20984, G. Caruso & Co. vs. St. Louis-San Francisco et al. 
By division 3. Complaint dismissed, rate on strawberries, car- 
loads, from Springdale, Ark., and Sarcoxie and Wentworth, Mo., 
to Logansport, Ind., applicable. 


Anthracite Coal 
No. 17524, John A. Whittemore’s Sons et al. vs. New Haven 
et al. By the Commission on further hearing. Complaint dis- 
missed. Findings in former report, 122 I. C. C. 451, that the 
tate on anthracite coal, points in Pennsylvania to West Rox- 
bury, Mass., was not unreasonable or unduly prejudicial, affirmed. 


Sulphate of Alumina 
No. 21292, Brown Paper Mills Co., Inc., vs. Inland Waterways 
Corporation et al. By division 4. Complaint dismissed, rate 
charged on 14 carloads of sulphate of alumina, St. Louis, Mo., 
'o West Monroe, La., applicable. 


[Potatoes 
No. 19204, Arizona Grocery Co. et al. vs. Santa Fe et al., and 
eubaumber, John F. Barker Produce Co. et al vs. Same. 
omplaints dismissed. Carload rates on potatoes, points in 


Washington, Oregon, and Idaho to Phoenix and Tucson, Ariz., 
lot unreasonable. 


: Chip Board, Etc. 
. No. 20665, United Paperboard Co., Inc., vs. Boston & Al- 
rand red al., opinion No. 14723, 156 I. C. C. 21-6. By division 3. 
a dismissed. Rates on chip board, pulpboard, box 
aie and other paper boards, carloads, Thomson, N. Y., to 
ations in Massachusetts, not unreasonable or otherwise 
Unlawful, 
- Contractor’s Equipment 
‘ bo 21263, R. C. Elvin, doing business as R. C. Elvin Co. 
: ‘a oo Northern et al, opinion No. 14729, 156 I. C. C. 44-7. 
Vision 2. Carload shipment of contractor’s equipment and 
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second-hand lumber, Grand Rapids, Minn., to Winona, Minn., 
misrouted. Applicable rate on equipment 46 cents, minimum 
24,000 pounds, and on lumber 22 cents, actual weight. Repara- 
tion of $55.80, with interest, awarded. Commissioner Brainerd 
dissented. 


Grapes 
No. 20542, Nutile Fruit Co. et al. vs. Boston & Maine et al., 
opinion No. 14743, 156 I. C. C. 87-91. By division 4. Complaint 
dismissed. Track-storage charges on cars loaded with grapes 
held for or by consignors, consignees, or owners on hold or 
public delivery tracks at Boston, Mass., not unreasonable or 
otherwise unlawful. 


Cheese 


No. 19548, Kraft Cheese Co. et al. vs. Los Angeles & Salt 
Lake et al., Opinion No. 14714, 155 I. C. C. 769-72. By division 1. 
Report by Chairman Lewis. Complaints dismissed. Rate on 
cheese, carload, points in Idaho, Illinois and Wisconsin to points 
in Pacific Coast states not unreasonable or otherwise unlawful. 
This report covers a sub-number under the title case, Same vs. 
Santa Fe; No. 21229, Pabst Corporation vs. Milwaukee, and a 
sub--number thereunder, Acherman-Emmenegger & Co. vs. Bur- 
lington. 


Road-Making Machinery 


No. 21343, Galion Iron Works & Mfg. Co. vs. L. & N., Opinion 
No. 14713, 155 I. C. C. 766-8. By division 3. Complaints dis- 
missed. Rates charged on road-making machinery, carloads, 
points in Ohio to destinations in Kentucky and Florida and from 
points in Kentucky and Florida to destination in Ohio, inapplica- 
ble. Class L rates found applicable between Cincinnati and 
the points of origin or destination in Kentucky. Class N rate 
found applicable between Jacksonville and points of origin or 
destination in Florida. Refund of overcharges with interest 
directed. This report covers a sub-number, Huber Mfg. Co. vs. 
Same, and No. 21345, Galion Iron Works & Mfg. Co. vs. A. C. L. 


Lumber Reparation 


No. 16457, New Jersey Lumbermen’s Committee vs. A. C. L. 
et al. By the Commission on further hearing. Reparation 
awarded on shipments of lumber, points in Southeastern and 
Carolina territories and Virginia cities to Newark and Weehaw- 
ken, N. J. Former report, 120 I. C. C. 329. Awards made to W. 
S. Lynch and Lawson & MacMurray. Commissioner Brainerd 
dissented from the award to Lawson & MacMurray. Chairman 
Lewis and Commissioner Woodlock joined in that dissent. 


Anthracite Coal Reconsignment 

No. 20375, Wallace Coal Co. vs. St. Louis & Hannibal et al. 
By the Commission. Applicable freight charges on a carload 
of anthracite coal from Shamokin, Pa., originally consigned to 
St. Louis, Mo., there reconsigned to St. Charles, Mo., and thence 
reconsigned to Bowling Green, Mo., based upon a combination 
of locals from and to the points of reconsignment, not un- 
reasonable. Collection of reconsignment charges in addition 
thereto found unreasonable and reparation of $9 awarded. Car- 
riers directed to discontinue practice of imposing reconsignment 
charges in such circumstances. 


Liquid Shoe Dressing 
No. 20717, Nu-Shine Co. vs. A. & V. et al. By division 3. 
Complaint dismissed. Rating of first class in official, southern 
and western classification on liquid shoe and leather dressing 
in glass, in boxes, L. C. L. not unreasonable. 


Tankage 


I. and S. No. 3242, Tankage from Davenport, Ia., and related 
points to the Chicago, IIl., district. By division 3. Proposed 
increased rate on tankage from Davenport and related points 
to Chicago, Ill., and points taking the same rates not justified. 
Schedules ordered cancelled, and proceeding discontinued. 


Reciprocal Switching 
I. and S. No. 3273, reciprocal switching charges at South 
Bend, Ind. By division 3. Proposéd increased reciprocal switch- 
ing charge at South Bend, Ind., found not justified. Schedules 
ordered canceled and proceedings discontinued. 
Steam Road Rollers 


No. 21487, M. C. Winterburn, Inc., vs. Central of Georgia 
et al. By division 2. Rates on two shipments of steam road 
rollers, carload, from Harvey, Ill., to Ojus and Miami Shores, 
Fla., inapplicable. Applicable rate class N beyond Jacksonville. 
Reparation of $248.32, with interest, awarded. 


Benzol 
No. 21148, William Cooper & Nephews, Inc., vs. B. & O. By 
division 3. Rates on benzol, tank carloads, Cleveland and 
Youngstown, O., to Good Hope and Lorco, La., for export, not 
unreasonable but unduly prejudicial to the extent-they exceeded, 
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exceed or may exceed those contemporaneously maintaind from 
and to the same points on gasoline. Reparation denied. Com- 
missioner Porter dissented on account of the insufficiency, in 
his opinion, of the testimony on the point of undue prejudice. 
Carriers required to establish rates in accordance with the find- 
ing not later than October 1. 


Hydrated Iron Ore 

No. 20898, Gastonia and Suburban Gas Co. vs. Pennsyl- 
vania et al. By division 2. Rate charged on a carload of 
hydrated iron ore, Falls Creek, Pa., to Gastonia, N. C., unrea- 
sonable and in violation of the aggregate of intermediates part 
of the fourth section, $6.12 per net ton. Reparation of $200.45 
awarded. A class A rate of 48 cents per 100 pounds, applicable 
to “iron ore, crude, not ground,’ was applied. The Commis- 
sion held that this ore was entitled to rates on iron ore with- 
out limitation, although it was for use in filtering artificial 
gas and not for smelting into iron. 


Gum Logs 
No. 20859, R. W. Walker Lumber Co., by Southern Traffic 
Bureau, vs. S. A. L. et al. By division 3. Complaint dismissed. 
Rate on gum logs, Lugoff, S. C., to Salisbury, N. C., not unrea- 
sonable. 


Crude Sulphur 


No. 17799, Stauffer Chemical Co. vs. Pacific Electric et al. 
By the Commission on reconsideration on appeal from division 
5. Prior finding in 148 I. C. C. 519, that rates from San Pedro, 
East San Pedro, and Wilmington, Calif., to Los Angeles, Calif., 
and from San Pedro to El Segundo, Calif., on crude sulphur, 
carloads, received at Los Angeles harbor by boat, were not 
unreasonable, reversed. Present finding is that the rates were 
and will be unreasonable to the extent they exceeded or may 
exceed 5 cents, minimum 80,000 pounds. Reparation awarded 
and new rate is to be made effective not later than October 1. 
Chairman Lewis, dissenting, expressed the opinion that 6 cents, 
the present rate, was not unreasonable, but that the rate of 7.5 
cents to El Segundo, prior to July 11, 1924, was unreasonable 
to the extent it exceeded 6 cents. Commissioner McManamy 
joined in the dissent. Commissioners Woodlock and Taylor 


dissented. 


Blackstrap Molasses 


I. and S. No. 3229, blackstrap molasses from Wilmington, 
N. C., to points in Ohio. By division 3. Proposed cancellation 
of commodity rates on blackstrap molasses, carloads, Wilming- 
ton, N. C., to points in Ohio not justified. Suspended sched- 
ules ordered canceled and proceedings discontinued without 
prejudice to the filing of new ones naming maximum rates of 
36 cents subject to a released valuation not exceeding 8 cents 
per gallon and 39.5 cents when not subject to such valuation, 
over indirect routes. 


Panels, Veneered 


Having no jurisdiction over rates in Canada, the Commis- 
sion, by division 3, in I. and S. 3187, panels, veneered, from 
South Pacific Coast Territory to points in Canada, has vacated 
its orders of suspension and discontinued the proceedings. It 
said the proposed cancellation was not in violation of the inter- 
state commerce act. 


Battery Separator Materials 


A similar finding has been made in I. and S. 3157 on similar 
commodities from North Pacific Coast Territory to eastern 
Canada, and I. and S. 3159, battery separator materials from 
California and other western states to eastern Canada. 


Lumber 


A finding of justification has been made by the Commis- 
sion, division 3, in I. and S. 3251, lumber, Pacific coast points 
to destinations in Colorado, New Mexico and Texas, as to a 
proposed revision of rates on the commodity mentioned from 
and to the territories indicated. The revision, which increases 
a considerable body of rates, was proposed so as to avoid 
fourth section departures. e 


SOUTHWESTERN DIVISIONS 


Southwestern lines have asked for an injunction in the 
federal court at Kansas City against the enforcement of the 
Commission’s orders in the divisions case initiated by it and 
reported in 148 I. C. C. 457. In a bili entitled Beaumont, Sour 
Lake & Western et al. vs. U. S., the southwestern lines assert 
that the Commission’s order increasing the divisions to be paid 
by them to western trunk line railroads, estimated at $2,500,000, 
was so arbitrary and unreasonable that it was unlawful and void. 

Among the recitals of the southwestern lines is one that the 
order requires them to increase divisions to the Santa Fe and 
Rock Island, although both those carriers opposed any change 
in the divisional arrangement. 
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THE FOLLOWING DECISIONS OF THE COMMISSION Are 
DIGESTED THIS WEEK: 


Brick and clay products, from, to and between points in South 
ern territory; I. & S. 1885; also I. & S. 1938, Brick and clay 
products, from, to and between points in Southern territory: 
18442, Rates on common brick between points within state 
of North Carolina; 18443, Rates on common brick between 
points within state of Georgia; 18444, Rates on common brick 
between points within state of Alabama; 17093, Augusta 
Face Brick Co. et al. vs. Atlantic Coast Line et al, (15; 
I. C. C., 730-744). aie 

Lone Star Gas Co. et al. vs. C. R. I. & G. et al.; case 2039). 
iron pipe and meter service boxes (156 I. C. C., 40-44), iii 

Southard Feed & Milling Co. vs. C. G. W. et al.; case 21099. 
grain (156 I. C. C., 37-39). "i 

Beatrice Creamery Co. vs. A. T. & S. F. et al.; case 1994. 
butter (156 I. C. C., 11-15). ; 

Truscon Steel Co. vs. P. R. R. et al.; case 20757; steel poles 
C156 i. ‘C.. C., F-20). ss 

Woodward & Son vs. Southern et al.; case 19812; lumber re. 
consignment. 

Krupp Foundry Co, vs. Southern et al.; case 16356; iron pipe 

Somerville Iron Works vs. Southern et al.; case 16176; iron pipe. 

Florence Pipe & Foundry Co. vs. N. Y. N. H. & H. et al.; iron 
pipe. 

Knoxville Freight Bureau et al. vs. Southern et al.; case 19235: 
wood pulp board. 

Cores, paper winding, returned to New England mill points: 
1, & S. 3227. S 

Austin Powder Co. vs. W. & L. E. et al.; black powder. 

Grasselli Powder Co. vs. A. C. & Y. et al.; case 15924; black 
powder. 

Du Pont, E. I., de Nemours & Co. vs. B. & O. et al.; case 
16938; black powder. 

Prine Lumber Co. vs. Ann Arbor et al.; case 20517; lumber, 

Carson, Pirie, Scott & Co. et al. vs. A. T. & S. F. et al: case 
16809; cloth and fabric carpets. 

Caruso, G., & Co. vs. St. L.-S. W. et al.; case 20984; straw- 
berries. 

Whittemore’s, John A., Sons et al. vs. N. Y. N. H. & H. et al: 
ease 17524; coal. 

Brown Paper Mills Co., Inc., vs. Inland Waterways Corp. et al,: 
case 21292; sulphate of alumina, 

Arizona Grocery Co. et al. vs. A. T. & S. F. et al.; case 19204: 
potatoes. 

Barker, John F., Produce Co. et al. vs. A. T. & S. F. et al: 
case 19204, sub. 1; potatoes. 

Leonard, Crosset & Riley, Inc., et al. vs. A. H. T. et al.; case 
20337; potatoes. 

United Paperboard Co., Inc., vs. B. & <A. et al.; case 20663; 
chipboard (156 I. C. C., 21-26). 

Elvin, R. C., Co. vs. G. N. et al.; case 21263; contractor's equip- 
ment and second hand lumber (156 I. C. C., 44-47). 
Nutile Fruit Co. et al. vs. B. & M. et al.; case 20542; grape 

storage charges (156 I. C. C., 87-91). 

Galion Iron Works & Mfg. Co. vs. L. & N.; case 21343; also 
sub. 1, Huber Mfg. Co. vs. Same and 21345, Galion Iron 
W orks & Mfg. Co. vs. A. C. L. et al.; road-making ma- 
chinery (155 I. C. C., 766-768). 

Kraft Cheese Co. et al. vs. L. A. & S. L. et al.; case 19548; also 
19548 (sub. 1), Kraft Cheese Co. et al. vs. A. T. & SF. 
et al.; 21229, Pabst Corp. vs. C. M. St. P. & P. et al.; 21229 
(sub. 1), Acherman-Emmenegger & Co. vs. C. B. & Q. et al.; 
cheese (155 I. C. C., 769-772). 

Kelly, Wm., Milling Co. vs. A. T. & S. F.; case 15841 and 35 
other cases; coal. 

Decker, Jacob E., & Sons vs. C. & N. W.; case 17241; hog 
transit. 

Arizona Corporation Commission et al. vs. A. T. & S. F. et al. 
case 19516; petroleum. 

Hall, L. J., vs. A. T. & S. F. et al.; case 19516, sub. 1; petroleum. 

aibbs, J. M., vs. Pacific Electric et al.; case 20373; petroleum. 

New Jersey Lumbermen’s Committee vs. A. C. L. et al.; case 
16457; lumber. 

Wallace Coal Co. vs. St. L. & H. et al.; case 20375; coal. 

Nu-Shine Co. vs. A. & V. et al.; case 20717; liquid shoe dressing. 

Tankage from Davenport and related points to Chicago dis- 
trict; I. & S. 3242. 

Switching, reciprocal, charges at South Bend, Ind.; I. & S. 3273. 

Winterburn, M. C., Ine., vs. C. of G. et al.; case 21487; steam 
road rollers. 

Cooper, Wm., and Nephews, Inc., vs. B. & O.; case 2114; 
benzol. 

Barge line rates; through routes and joint rates between Inland 
Waterways Corp. and other common carriers; ex parte 4 
(156 I. C. C., 141-144). 

White Eagle Oil & Refining Co. vs. A. T. & S. F. et al.; case 





18101; also Transcontinental Oil Co. vs. Same, 18101, sub 
1, and Shaffer Oil & Refining Co. et al. vs. Same, sub. 2; 
petroleum products (156 I. C. C., 51-52). ; 

Stickell, D. A., & Sons et al.; case 18452; transit switching 
absorption. 

Gastonia & Suburban Gas Co. vs. P. R. R. et al.; case 20898; 
iron ore. 

Walker, R. W., Lumber Co., by Southern Traffic Bureau, VS 
S. A. L. et al.; case 20859; gum logs. ss 

Roofing and building materials between points in Trunk Line 
and New England territories and points in Central tert 
tory, and between Cincinnati and Covington and Newport, 
I. & S. 3196. f 

Higginbotham-Bartlett, Inc., et al. vs. A. & S. et al.; cas 
17358; roofing material. ; 

Loose-Wiles Biscuit Co. vs. Eastern S. S. Lines, Inc., et al.; 
case 20171; figs and dates. F 

Livestock from points west of Mississippi River to eastern des- 
tinations; I. & S. 3252. 

Chaffee R. R. Co. vs. W. M. et al.; case 15233; divisions. 

ee ee Co. vs. Pac. Electric et al.; case 17799; crude 
sulphur. ' 

Molasses, blackstrap, from Wilmington, N. C., to O.; L &&. 3228. 

Panels, veneered; I. & S. 3137 and 3157. 

Battery separator materials; I. & S. 3159. 





Lumber, Pacific coast points to Colorado, N. Mexico and Texas; 
I. & S. 3251. 
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STATUS OF SIDETRACK 


In a proposed report in No. 21928, Standard Oil Co. (Ky.) 
ys, Southern. Examiner W. R. Brennan deals with the difficult 
question as to whether a sidetrack from which the complainant 
other oil companies unload petroleum products through 


d : : 
on lines is a private industrial or assigned track or whether 
itis a public team track. The track in question leads from 


the main line of the Southern at Gainesville, Ga. A consider- 
able part of it is used about twenty days out of each month 
by oil companies for unloading tank cars into storage tanks 
along the tracks. The complainant contended that the track 
was in the nature of a private or assigned track from and to 
which the Southern would be compelled to handle cars arriving 
on other railroads entering Gainesville. 

The Southern contended that the track was one of its 
station facilities the use of which it could not be compelled 
to give to another carrier. Examiner Brennan recommends 
that the Commission find the track used by the Standard and 
other oil companies is a public team track and dismiss the 
complaint. 

Petitions of intervention in behalf of the complaining oil 
company were filed by Gainesville Midland and the Greene 
County Railroad. The complainant alleged that denial by the 
Southern of the use of the track in question for the delivery 
of petroleum. traffic received from connecting lines, was un- 
reasonable, unduly prejudicial and unlawful, in violation of the 
first, third, and sixth sections of the interstate commerce act. 

In disposing of the case the examiner said the Commission 
should say that the track was located entirely on the defend- 
ant’s right-of-way; that the cost of building and maintenance 
was borne solely by the defendant; that no contract, implied 
or actual, existed between the parties as to the use of the track; 
that there was no public demand or showing that the public 
needs would be served by finding the oil track to be a private 
track and that it was not shown that the ability of the owning 
carrier, in the performance of its duties, would not be sub- 
stantially impaired if such a finding were made. Brennan 
said the Commission should find that the track in issue was 
a public team track and that the pipe line contract did not 
have any bearing on the status of the track. 


FRUITS AND VEGETABLES TO &. D. 


A revision of the rates on fruits, vegetables, melons and 
bananas from the southwest and New Orleans to destinations 
in South Dakota has been proposed by Examiner J. P. McGrath, 
in No. 19732, American Fruit Co. et al. vs. Rapid City, Black 
Hills & Western et al., and six sub-numbers thereunder, as 
follows: Traffic Bureau, Chamber of Commerce, Aberdeen, S. D. 
vs. Chicago, Milwaukee & St. Paul et al.; Traffic Bureau, Cham- 
ber of Commerce of Mitchell, S. D., vs. Chicago, Milwaukee & 
St. Paul et al.; Traffic Bureau, Yankton Chamber of Commerce, 
Yankton, S. D., vs. Chicago, Milwaukee & St. Paul et al.; Huron 
(S. D.) Chamber of Commerce vs. Chicago, Milwaukee & St. 
Paul et al.; Watertown Chamber of Commerce et al. vs. The 
Arkansas Western et al.; and Traffic Bureau, Chabmer of Com- 
merce, Aberneen, S. D., on behalf of the Aberdeen Fruit Co. et 
al. vs. Chicago, Milwaukee & St. Paul et al. 

The examiner said that the Commission should find the 
rates on domestic fruits, melons, and vegetables, from produc- 
ing points in Missouri, Oklahoma, Arkansas and Texas to des- 
nations in South Dakota unreasonable and in some instances 
unduly prejudicial for the future. He said that the rates in the 
past Should be found unreasonable where and to the extent they 
*xceeded the combination of intermediates and that reparation 
— be awarded in such instances. The revision is to be in 
Revisin? With the principles laid down in the Southwestern 

McGrath treated the cases topically, his first division being 
domestic fruits, melons and vegetables from origin territory 
a than Kansas. As to the rates covered in that division he 


crate Commission should find that the rates assailed on berries and 
se rom points in Arkansas and Missouri for the future will be 
commode’ to the extent that they may exceed the rates on these 
‘allrond from and to these points found reasonable in Arkansas 
Th Commission vs. Ann A. R. Co., 153 I. C. C. 371. 
producing mission, should further find that the rates assailed from 
erties § and shipping points in Oklahoma and Texas and, except on 
atert and grapes, in Arkansas and Missouri to Yankton, Aberdeen, 
own, Huron, Chamberlain, Mitchell and Pierre, for the future 


will be unreasonable to the extent that they may exceed the follow- 
ing: To destinations not more than 1,500 miles distant, on potatoes 
the Column 27.5 rates, on domestic fresh fruits and vegetables rated 
Class C in western classification the Column 30 rates, on apples the 
Column 35 rates, on domestic fruits and vegetables rated fifth class in 
western classification the Column 38 rates, on domestic fruits and 
vegetables, including peaches and citrus fruit, rated higher than fifth 
class (except berries) the Column 50 rates, and on berries the Column 
65 rates, as set forth in Appendix 13 of the original report in Consoli- 
dated Southwestern Cases opposite the appropriate first class (Column 
100) rates from and to the same points, ascertained by use of the 
southwestern scale of first class rates set forth in Appnedix 18, ap- 
plied as provided in said report; and to destinations more than 1,500 
miles distant, corresponding percentages of the first class (Column 
100) rates shown in the following table, fractions to be resolved to 
the nearest whole cent and distances to be computed in accordance 
— finding 15 of the original report in Consolidated Southwestern 
ases: 


Cents 
Ry sO Bi in 60 0 4-0:64050004450504800% 325 
Se ee Ne EF oe: 0.0 6.0 0.0 0:04 66090600006008 331 
Se NS Ge I Bh 05 00600080086 60088 s0s ees 338 
Se ee CI OE Bo 6 6.6 0400 0000540080600 6 6004 344 
Sr ey SE I Bs 66 6 0:60 0 05.0600600804000008 351 
Re WN I Bots Few ce sc cnctnttnccscenuess 357 
fF fe CS .. g.,. rere ee eee 364 
1,900 miles and over 1,860. ....ccsccccces iecnaeetans 370 


The Commission should further find that the rates assailed from 
producing and shipping points in Oklahoma and Texas and, except on 
berries and grapes, in Arkansas and Missouri to Rapid City, Lead, 
Deadwood, Hot Springs, Belle Fourche and Newell, for the future will 
be unreasonable to the extent that they may exceed on the commodi- 
ties named in the preceding paragraph corresponding percentages 
specified in said preceding paragraph of the appropriate first class 
(Column 100) rates from and to the same points ascertained by use 
of the southwestern scale of first class rates set forth in Appendix 
18, hereinbefore referred to, or the first class (Column 100) rates in 
the table above set forth, and by use of the first class (Column 100) 
distance arbitraries set forth in said Appendix 18 for application in 
Texas and Oklahoma differential territory for that part of the total 
haul which is within South Dakota west of a line following the Mis- 
souri River from a point where it meets the northern boundary of 
Nebraska to the North Dakota line, fractions to be resolved to the 
nearest whole cent, and distances to be computed in accordance with 
the aforesaid finding 15. 

The rates found reasonable on vegetables and on fruits, except 
peaches and citrus fruit. will serve to remove the undue prejudice 
and undue preference shown by the evidence. The Commission should 
find that the rates assailed on peaches and citrus fruit to Aberdeen, 
Mitchell, Yankton and Huron are and for the future will be unduly 
prejudicial to those points and unduly preferential of Sioux Falls to 
the extent that the differences in the rates to these points are or may 
be greater than those which would result from the application of the 
rates on these commodities herein found reasonable to Aberdeen, 
Mitchell, Yankton and Huron and of rates on the same commodities 
to Sioux Falls based on 50 per cent of the first class (Column 100) 
in Appendix 15 of the original report in Consolidated Southwestern 
Cases. The Commission should further find that the rates assailed 
rates from and to the same points ascertained in the manner specified 
on peaches and citrus fruit to Watertown are and for the future will 
be unduly prejudicial to complainant fruit jobbers at that point and 
unduly preferential of competing fruit jobbers at Sioux Falls and 
Pipestone to the extent that the differences in the rates to these points 
are or may be greater than those which would result from the applica- 
tion of the rates on these commodities herein found reasonable to 
Watertown and of rates on the same commodities to Sioux Falls and 
Pipestone based on 50 per cent of the first class rates from and to 
the same points ascertained in the manner hereinbefore specified. No 
damage has been shown as a result of the undue prejudice. 


The second section of the report deals with fruits and 
vegetables from Kansas to Aberdeen, S. D. As to that phase 
of the case, the examiner said: 


The Commission should find that the rates assailed were not un- 
reasonable in the past, but for the future will be unreasonable to the 
extent that they may exceed on potatoes the Column 27.5 rates, on 
apples the Column 35 rates and on grapes the Column 50 rates, as set 
forth in Appendix 13 of the original report in Cosnolidated Southwest- 
ern Cases opposite the appropriate first class (Column 100) rates from 
and to the same points, ascertained by use of the Kansas-Missouri 
scale of first class rates set forth in Appendix 18, applied as provided 
in said report, fractions to be resolved to the nearest whole cent and 
distances to be computed in accordance with finding 15 of the original 
report in Consolidated Southwestern Cases. The rates here recom- 
mended as reasonable will serve to remove the undue prejudice to 
Aberdeen and undue preference of Sioux Falls, except on apples from 
Wathena, Hunt Spur, Blair, Appleton, Elwood and Troy. The Com- 
mission should further find that the rates assailed on apples from 
these last-named points to Aberdeen are and for the future will be 
unduly prejudicial to Aberdeen and unduly preferential of Sioux Falls 
to the extent that the rates to Aberdeen exceed the rates to Sioux 
Falls by more than the difference that would result by the application 
from and to these points of the Column 35 rates in the Missouri-Kan- 
sas scale applied as provided in Hunt Bros, Fruit Co. vs. A. & W. Ry. 
129 I. C. C. 579. The Commission should further find that no damage 
is shown as a result of any undue prejudice that may have existed in 
the past, and should deny reparation. 


McGrath said the Commission should find the minimum 
weights on potatces from Kansas to Aberdeen unduly prejudicial 
to the extent they exceed those to Sioux Falls. 

As to bananas from New Orleans to Watertown, the 
examiner said the Commission should find it unduly prejudicial 
to that point to the extent it exceeds or may exceed the rates 
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to Pipestone, Marshall and Willmar, Minn., and Sioux Falls, 
by more than 8 cents per 100 pounds. 


TEXAS-LOUISIANA PORT RATES 


Extension of the Cimmission’s finding of undue prejudice 
to Galveston and undue preference of New Orleans, made in 


No. 12798, Galveston Commercial Association vs. Galveston, 
Harrisburg & San Antonio, 128 I. C. C. 349, so that it will cover 
the Texas & Pacific and the Louisiana Railway & Navigation 
Company of Texas, has been recommended by Examiner Irving 
L. Koch in a report on further hearing in this case, involving 
the relationship of rates to and from Galveston and other Texas 
ports, on the one hand, and New Orleans and other Louisiana 
ports on the other. He advises the Commission to reverse its 
finding in the prior report exempting the two carriers men- 
tioned from the finding of undue prejudice and obedience to its 
order intended to give the Texas ports the advantage in rates 
where there was a substantial difference in distances, 25 per 
cent, in favor of the Texas ports. 

The finding in the prior report was that the parity of rates 
on some fourteen commodities or commodity descriptions re- 
sulted in substantially greater service for the same rates to 
and from the Louisiana ports than to and from the Texas ports 
from and to interior points in southwestern Louisiana, Arkan- 
sas, Texas, excepting points on the Texas & Pacific and the 
Louisiana Railway & Navigation Company of Texas, Oklahoma 
and southern Kansas from which the short-line distances, to 
New Orleans, La., exceeded those to Galveston, Tex., by more 
than approximately 25 per cent; and that that parity in rates re- 
sulted in substantial injury to and undue prejudice to the Texas 
ports. The relationships of the rates on those commodities, in 
export, import and coastwise movement, were found unduly preju- 
dicial to the Texas ports and unduly preferential of New Orleans. 
Differentials were prescribed. They became effective December 
12, 1927. 

The two railroads mentioned, called the New Orleans lines 
in this report, were exempted from the finding and order, be- 
cause, as the Commission said, they did not serve any of the 
Texas ports and had no controlling voice in fixing the level of 
the rates to any of them. Therefore, it held they could not be 
found guilty of undue preference or prejudice in the circum- 
stances of this case. 

An attempt was made, in the first trial of the case, to show 
that the Missouri Pacific, as the owner of control of the Inter- 
national Great Northern, which served Galveston and of the 
stock of the Texas & Pacific, which served New Orleans, was 
responsible for the rate relationships as between the ports. 
The Commission, however, came to the conclusion “that the 
Texas & Pacific is an independently operated carrier and is 
not to be regarded as a part of the Missouri Pacific system.” 

Because of these conclusions as to the two New Orleans 
lines, says Koch, the parity of rates still continues, except that 
as a result of the exception, some rates to and from New Orleans 
are lower even than the contemporaneous rates to and from the 
nearest Texas port..- 

On account of the parity policy of the New Orleans lines, 
Koch said, the whole southwestern adjustment was in danger, 
the New Orleans lines continuing to meet any efforts of the 
Texas lines to give Texas ports the advantage the Commission 
said they should have, by similar reductions in rates from points 
where they bisected lines leading to Texas ports. This case 
was reopened with the object of determining whether the ex- 
emption should continue and whether traffic from short line 
connections of the Texas & Pacific, the stock of which was con- 
trolled by the Texas & Pacific and therefore called subsidiaries 
by the Texas & Pacific, should not also be exempted from the 
finding which had enabled the New Orleans lines to continue 
the parity policy. ’ 

Heard with the main case were No. 20685, Cooper Grocery 
Co. et al. vs. Angelina & Neches River et al., and fourth section 
application No. 13271, filed by A. C. Fonda to protect the dis- 
regard of the fourth section from points on the New Orleans 
lines intermediate between the junction points from which the 
New Orleans continued their parity policy. 

Prior to December 12, 1927, the effective date of the rela- 
tionships prescribedl in the original report, Koch said, the as- 
sailed rates between stations in Texas on the lines of the New 
Orleans carriers and New Orleans were generally the same as 
those between the same stations and Galveston. On some com- 
modities the rates # New Orleans, he said, were higher than to 
Galveston. 

“On that date the rates on certain of the commodities in 
the case became lower to or from New Orleans than to or from 
Galveston,” says Koch, “and this is the situation today.” 

That situation grew out of the fact that the New Orleans 
lines equalized New Orleans and Houston, claiming that the 
competition was between those ports rather than between New 
Orleans and Galveston and that the rates to Houston were 
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lower than to Galveston. When fourth section relief wag denj 
for that situation the Texas & Pacific made the Dallas Tate ms 
maximum at the intermediate points, producing the Situation . 
lower rates to New Orleans than to Houston. o 

“The present relative situation in respect of these ¢ 
modities is, therefore, more unfavorable to Galveston and Hon 
ton than at any time since this complaint was filed,” Says th 
report. ' 

At the further hearing the Texas & Pacific contendeg tha 
it could carry the traffic in question cheaper than the Teta 
lines, thereby challenging a conclusion reached by the Commis. 
sion in the prior report. Koch said that the rates maintaine, 
by the New Orleans lines ran contrary to the policy laiq dow 
in the consolidated southwestern cases, in which mileage med 
were adopted as a substitute for the group system in the south. 
west, which, he added, had led to so many complaints about 
discriminations. 

On the facts, the examiner said, the Commission shou 
have no difficulty in finding that the New Orleans carriers wer 
unduly prejudicing the Texas ports and giving a preference to 
New Orleans. But, he said, the next question was as to whethe 
under the law administered by the Commission the New Orleay; 
carriers could be found guilty of undue prejudice under ay; 
circumstances. . ) 

His answer, made at considerable length, was that the 
could be found guilty under the law as laid down in Ashlay 
Fire Brick Co. vs. Southern, 22 I. C. C. 115; St. Louis § w 
vs. United States, 245 U. S. 186; United States vs. Illinois (ep, 
tral, 263 U. S. 515; Central R. R. Co. vs. United States, 257 Us 
247; Iron Ore Rate Cases, 41 I. C. C. 181, and others. 

The examiner said fourth section relief should be deniej 
In the formal docket case, in which the complainants allege 
that the rate on grecn coffee from New Orleans to Waco, Tex, 
was unreasonable and unduly preferential of Dallas and For 
Worth, Koch said the green coffee rate should be found mi 
unreasonable, but unduly prejudicial to Waco and unduly pre 
erential of Dallas and Fort Worth to the extent it exceedej 
or might exceed the rates from New Orleans to Dallas and For 
Worth. 

As to the short lines, Koch said the Commission shoul 
affirm its finding in the prior report that they should not bk 
exempted from the finding of undue prejudice. 

Mr. Koch made no recommendation as to the finding of 
the Commission that the Texas & Pacific was an independently 
operated line. He based his recommendation on the facts 
brought forward by him to show that the New Orleans lines 
were participants in the unduly prejudicial rates within the 
meaning of the law as laid down in the cited cases without 
regard to the facts about control or non-control. As to hor 
the undue prejudice should be removed, the examiner said: 

The Commission should further find that this undue prejudice 
should be removed by establishing, from or to interior points in Texas 
from which the short-line distances to New Orleans do not exceed thos 
io Galveston by more than approximately 25 per cent, rates to or from 
Galveston or the other Texas ports taking the same rates, as th 
case may be, which do not exceed the contemporaneous rates on tht 
same commodities to or from New Orleans; and by establishing, from 
or to interior points from which the short-line distances to Ne 
Orleans exceed those to Galveston by more than approximately 25 pe 
cent, rates to or from Galveston and other Texas ports taking th 
same rates, as the case may be, which do not exceed rates which at 
less than the contemporaneous rates on the same commodities to 
from New Orleans by the differentials prescribed on the respectite 
commodities named on pages 389 and 390 of the previous report, the 


distances to or from the respective ports of Galveston and Ne 
Orleans to be determined in the manner prescribed in that report. 


ROUGH RICE RATES 

As a result of a joint hearing with the Texas commission i! 
No. 19942, New Orleans Joint Traffic Bureau et al. vs. Arkans# 
& Louisiana Missouri et al., No. 21160, Lake Charles Rice Milli 
Co. of Louisiana, Inc., vs. Santa Fe et al., and a sub-number 
thereunder, Rickert’s Rice Mills, Inc., vs. Arkansas & Louisiali 
Missouri et al., Examiner W. A. Hill has recommended a revisit! 
of the rough rice rates in the southwest. He has recommendel 
that the Commission find that the intrastate rates on that cot 
modity, within Arkansas, Louisiana and Texas, do not cause vit 
lations of Section 13 of the interstate commerce act. : 

Hill says the interstate rates on rough rice, from points 
Arkansas, Missouri, Louisiana and Texas to New Orleans and 
Lake Charles, La., should be found not unreasonable or unduly 
prejudicial in the past and not unduly prejudicial for the futu™ 
but unreasonable for the future. He says that the unreasonable 
ness should be removed by the establishment of rates not exe 
ing 17.5 per cent of the first class rates under the southwest? 
scale based on a minimum of 60,000 pounds, applied via! 
shortest routes over which carload traffic can be moved witho! 
the transfer of lading. 


HEATING DEVICE RATINGS 


Attorney-Examiner William A. Disque, in a proposed repor 
in No. 21417, Traffic Bureau, Moline Association of Commer 
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toy 27, 1929__ The Traffic World 
yoline, Ill, et al. vs. Santa Fe et al., has recommended that the to Richmond, Ind., unreasonable to the extent it exceeded or 


jssion find the carload and less-than-carload ratings ap- 
in official, southern, western and Illinois classifications 
e complainant’s heating device and its heating and ven- 
ijating device are not inapplicable or unduly prejudicial but 
: reasonable. He said they should be found unreasonable to 
“es extent that those on an invisible radiator with its housing, 
and on that part of the device known as the univent, consisting 
of the radiator inclosed in a cabinet, with or without a filter, 
exceeded or may exceed, for less than carloads, second class in 
the four classifications and for carloads, minimum 30,000 pounds, 
subject to rule 34 ratings of rule 26 in official and Illinois clas- 
sification, and fourth in southern and western. 

~ Disque said the ratings on the fan and motor, parts of the 
jevice, had not been shown to be unreasonable. He added that 
it did not appear unreasonable to continue the ratings of those 
articles separately, as at present. Disque recommended rep- 
gration to the Herman Nelson Corporation, which made ship- 
ments under these ratings. 


STOVES TO THE SOUTHWEST 

Examiner E. L. Glenn, in No. 21721, Baker-Nagle Co. et al. 
ys, Abilene & Southern et al. and two sub-numbers thereunder, 
Same vs. Alton & Eastern et al. and Auto Stove Works vs. 
Alton & Eastern et al., has recommended that the Commission 
find unreasonable the rates on stoves and ranges from Belle- 
ville and New Athens, Ill., to destinations in Arkansas, Kansas, 
Louisiana, Missouri, Oklahoma and Texas, and prescribed new 
ones for the future. 

Glenn said the Commission should find the rates, over 
routes where the short line distance from Belleville was via 
Cairo or Thebes, were unreasonable to the extent that such 
rates from Belleville and New Athens exceeded those con- 
temporaneously maintained over such routes from the St. Louis 
and East St. Louis to the southwest. Glenn said the Commission 
should find the rates over all other routes to the destination ter- 
ritory mentioned unreasonable to the -extent they exceeded 
reasonable and non-prejudicial rates made by differentials over 
the rates from St. Louis and applied over the other routes on 
stoves and ranges rated first class; and on lower rated stoves 
and ranges differentials lower in amounts over the St. Louis 
rates as the percentage relationship provided for in the South- 
western Revision on lower class rates otherwise applicable on 
sich stoves and ranges bore to the first class rates. 


comm 
plied 
on th 


BOILER CASE REVERSAL 


Examiner A. E. Later, in No. 19070, National Supply Com- 
pany Midwest vs. Big Four et al., on further hearing has recom- 
mended that the Commission reverse the finding in 140 I. C. C. 
66, that the charges on shipments of boilers from Muncie, Ind., 
to destinations in Oklahoma were collected in accordance 
with the provisions of the applicable tariffs, and were not un- 
reasonable. He said further that the Commission should find 
that section three of rule 34 of the consolidated freight classifi- 
cation as applied to five shipments of boilers from Muncie to 
Stroud, Garber and Wewoka, Okla., resulted in the collection 
of unreasonable charges. He said that the carriers should be 
required to establish a new rule which would provide for the 
collection of charges based on a minimum weight of 24,000 
pounds for each boiler, with or without its equipment and fit- 
lings, as now authorized by the classification rather than on 
the size of the car used. He said that provision should also be 
made for the shipment of additional freight, rated the same or 
lower, on the same car subject to the rate and minimum weight 
Same to the boiler. Mr. Later also recommended reparation 
0 . . 


PETROLEUM RATES 

Examiner R. J. Olentine, in No. 21705, Union Oil Co. et al. 
‘s. Pennsylvania et al., has recommended that the Commission 
find not unreasonable the rates on petroleum lubricating oil and 
grease, carloads, from Marcus Hook, Pa., and Baltimore, Md., 
to Asheville and Biltmore, N. C. He has further recommended 
that the Commission find unreasonable the rates on the like 
nnetities from St. Marys, W. Va., and from the Oil City dis- 
net in northwestern Pennsylvania to Asheville and Biltmore 
'o the extent that they exceeded 67.5 and 61.5 cents, respectively, 
and award reparation. 
retin rane to the examiner, the rates assailed are now under 
en in No. 18458, general petroleum investigation. There- 
“, € said, no finding for the future should be made in this 


PROPOSED REPORTS 
Lake Sand 


No. 20554, Swayne, Robinson. & Co. vs. Pennsylvania et al. 


Examiner C. E. Simmons. Rate on lake sand, Bridgman, Mich., 


may exceed $1.60 per net ton. Reparation proposed. 


Rough Quarried Stone 
No. 20783, Sunderland Brothers Co. vs. Missouri Pacific et al. 
Examiner L. H. Macomber. Rate on rough quarried stone, Car- 
thage and Phenix, Mo., to Omaha, Neb., unduly prejudicial 
to the extent that it is not 2 cents per 100 pounds less than 
the rate on dressed stone, from and to the same points. Denial 
of reparation recommended. 


Binder Twine 


No. 21865, South Dakota Penitentiary vs. C. & N. W. et al. 
Examiner Albert A. Mattson. Rates on binder twine, carloads, 
from Sioux Falls, S. D., to Lorain, Ryder, Benedict and Dunseith, 
N. D., not unreasonable. Rate on two carloads of twine, Sioux 
Falls to Bismarck, N. D., inapplicable. Applicable rate was 90 
cents. The examiner said the Commission should find that rate 
unreasonable to the extent it exceeded 71.5 cents, the subse- 
quently established rate. He said the Commission should fur- 
ther find that three shipments from Sioux Falls to Bismarck 
over the Milwaukee and the Soo Line were misrouted. Rep- 
aration recommended. 


Lumber 


No. 20982, Perrine-Armstrong Co. vs. Nickel Plate et al. Ex- 
aminer Harold M. Brown. Dismissal recommended. Rate on a 
carload of lumber, Hartford City, Ind, to Kane, Pa., applicable 
and not unreasonable or otherwise unlawful. 


Cottonseed 


No. 21920, Southern Agriculture Service, Inc., vs. Louisiana 
& Arkansas et al. Examiner John Davey. Dismissal proposed. 
Rate on four carloads of cottonseed, Matagorda, Miss., to Alex- 
andria, La., applicable. 


Cotton Comber Waste 
No. 21693, Edward Rose Co. vs. Boston & Maine et al. Ex- 
aminer J. M. Fiedler. Rate on cotton comber waste, L. C. L, 
Lawrence, Mass., to Pawtucket, R. I., inapplicable. Applicable 
rate 29 cents. Reparation recommended. 


New Furniture 
No. 21664, Associated Furniture Manufacturers et al. vs. 
Chicago & Alton et al. and a sub-number, Same vs. Same. Ex- 
aminer E. L. Glenn. Dismissal proposed. Rates on new furniture, 
carloads, manufacturing points in Wisconsin and Illinois to St. 
Louis, not unreasonable. 


Crude |Petroleum 


No. 21483, Roxana Petroleum Corporation vs. Alton & East- 
ern et al. Examiner E. L. Glenn. Dismissal proposed. Rates 
on crude petroleum, McCamey, Tex., to Roxana, Ill., and East 
Chicago, Ind., not unreasonable. Glenn said the applicable rate 
was 30 cents and proposed that the Commission direct the re- 
fund of any overcharges that were collected on the basis of a 
supposed rate of 30.5 cents. 


Sand 


No. 21933, G. L. Bobbitt, by Southern Traffic Service, vs. 
Norfolk & Western et al. Examiner Roy E. McKee. Rate 
charged on sand, Puddledock, Va., to Wise, N. C., inapplicable. 
Reparation awarded to the basis of the applicable rate of $1.46 
per net ton. 

Lettuce 

No. 21837, F. Strauss & Son, Inc., vs. Denver & Salt Lake 
et al. Examiner F. D. Binkley. Rate on two carloads of lettuce, 
Granby and Yampa, Colo., to Monroe, La., unreasonable to the 
extent it exceeded $1.04. Present rate not unreasonable. Rep- 
aration of $141.98 awarded. 


Polished Granite 


No. 21613, Freight Traffic Department, Concord (N. H.), 
Chamber of Commerce, vs. Boston & Maine et al. Examiner 
W. M. Cheseldine. Dismissal recommended. Rates on polished 
granite, Concord, N. H., to Winston-Salem, N. C., not unreason- 
able. 

Switching Charges 


No. 21759, Holton & Hunkel Co. vs. C. M. St. P. & P. Ex- 
aminer Harold M. Brown. Rule governing absorption of switch- 
ing charges at Brown Deer, Wis., not unreasonable or otherwise 
unlawful. Dismissal proposed. 


Foundry Facings and Crude Graphite 


No. 21572, United States Graphite Co. vs. B. & O., and No. 
20700, Same vs. Same. Examiner H. L. Main. Rates on foundry 
facings, carloads, Saginaw, Mich., to destinations in official and 
western classification territories not unreasonable. Dismissal 
proposed. Findings in previous report in No. 20700, 147 I. C. C. 
646, with respect to rates on crude graphite, carloads, Saginaw, 
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Mich., to points in official classification territory recommended 
for affirmation. 
Worn-Out Taximeters 

No. 21736, O. A. Smith, Agency, Inc., vs. Santa Fe et al. 
Examiner Edgar Snider. Dismissal proposed. Ratings applied 
on L. C. L. shipments of worn-out taximeters and defective parts 
removed therefrom, from various points in the United States 
to Dayton, O., not unreasonable. 


Pecans in the Shell 


No. 21805, Southland Pecan Co. vs. A. G. S. et al. Exam- 
iner W. R. Brennan. Rates on pecans in the shell, carloads, 
points in Texas to Columbus, Ga., unreasonable prior to July 8, 
1928, to the extent that they exceeded the rates now in effect. 
Reparation recommended. 

Wheat 


No. 21909, Farmers’ Exchange, Metolius, Ore., et al. vs. S. P. 
& S. et al. Examiner L. A. Pyle. Dismissal recommended. 
Rates on wheat, points in Oregon over an interstate route, to 
Portland, Ore., not unreasonable or otherwise unlawful. 


Mine Timbers 


No. 21796, Egyptian Tie & Timber Co. vs. M. P. et al., a 
sub-number, Same vs. St. L.-S. F. et al., and No. 21741, E. L. 
Palmer et al. vs. M. P. et al. Examiner W J. Harris. Rates on 
mine timbers from points in Missouri on the Missouri Pacific 
and the St. Louis-San Francisco to destinations in Illinois un- 
reasonable in No. 21741 and the sub-number to the extent they 
exceed or may exceed distance rates prescribed in Palmer vs. 
M. P., 87 I. C. C. 622. Rates assailed in No. 21796 unreasonable 
to the extent they exceeded the rates prescribed in the Palmer 
case, supra. Reparation recommended. 


Steel Culverts 


No. 21774, Colorado Culvert & Flume Co. vs. Santa Fe et al. 
Examiner L. A. Pyle. Dismissal recommended. Rates charged 
on sheet iron or steel culverts or culvert pipe, Gary, Ind., fabri- 
cated in transit at Pueblo, Colo., and forwarded to points in 
New Mexico and Texas, applicable. 


Brick 


No. 21568, Globe Brick Co. vs. Pennsylvania et al., and a 
sub-number, Toronto Fire Brick Co. vs. Same. Examiner Horace 
W. Johnson. Rate charged on brick, Kenilworth, W. Va., and 
Toronto, O., to Castle Shannon, West Liberty and Fair Haven, 
Pa., unreasonable to the extent it exceeded $1.35 per net ton. 
Reparation recommended. 


Mobile Dock Charges 


No. 21341, State Docks Commission et al. vs. Louisville & 
Nashville et al. Examiner John McChord. Dismissal proposed. 
Rates and charges on carloads of various commodities and the 
rules and regulations governing them over the docks at Mobile, 
Ala., not unreasonable, unjustly discriminatory or otherwise un- 
lawful. 

Tin Gas Meters 


No. 20686, Fort Worth Gas Co. et al. vs. Santa Fe et al., 
and a sub-number, Community Natural Gas Co. vs. Same. Ex- 
aminer Harris Fleming. Dismissal proposed. Rates on tin case 
gas meters, carloads, Erie, Pa., to Dallas and Fort Worth, Tex., 
and on cast iron case gas meters, carloads, and in mixed car- 
loads with gas regulators, Erie and Wilkinsburg, Pa., to Okla- 
homa and Texas destinations not unreasonable. The examiner 
said the Commission should direct the adjustment of outstand- 
ing undercharges and overcharges. 


C. & S. ABANDONMENT 


In a proposed report in Finance No. 7132, proposed aban- 
donment of line by Colorado & Southern, and No. 7092, applica- 
tion of the city and county of Denver, Colo., acting through its 
board of water commissioners, for a certificate authorizing the 
abandonment by the Colorado & Southern of 19.2 miles of line 
between Watertown and Buffalo, Colo., upon condition that a 
new line between these points be constructed at the expense 
of the city and county of Denver, Examiner O. D. Weed, has 
recommended that the abandonment be permitted and that 
the application of Denver be dismissed. 

Denver intervened in this matter on account of its plan to 
construct a large reservoir and smaller reservoirs in Platte 
Canyon. Its plan was to have the authority to abandon con- 
ditioned upon the construction of the line in the canyon. A 
preliminary and approximate estimate of cost for that con- 
struction of $2,900,000. Weed said that whether or not an addi- 
tional water supply was needed for Denver was a matter that 
the Commission was not authorized to determine, hence he 
recommended that the application be dismissed. 

The part of the Colorado and Southern proposed to be 
abandoned is 185 miles long. One part of it was built to serve 
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a mine that has not been operating since 1923. The part ; 
be abandoned was built largely to serve mining operation; 
which have been decreasing in the last few years. Protestan;: 
contended that mining on the part of the Colorado & Souther 
proposed for abandonment was increasing and would Continy 
to increase. Therefore they opposed abandonment by mn 
of a resolution adopted by the Colorado Mining Association 
other mining organizations, and villages served by the branch, 

The examiner proposes that the certificate permittiy, 
abandonment shall be conditioned that before dismantling q), 
part of the railroad in question the railroad company shall, {,; 
one year, offer to-donate the line or any part thereof, for Con. 
tinued operation, together with such part of the equipment now 
used as may be necessary for such operation, to any person ¢ 
persons who will agree to operate the line and who shall obtaiy 
authority from the Commission. 


CLEVELAND W. & L. E. STATION 


Authority to abandon its Ontario Street station and jj 
appurtenent tracks and to use the station and tracks of thy 
new station, in Cleveland, O., of the Union Terminals Co., hay 
been given to the Wheeling & Lake Erie in Finance No, 724 
operation of passenger terminal facilities at Cleveland py 
Wheeling & Lake Erie and Finance No. 7299, abandonment ¢j 
passenger terminal facilities at Cleveland by Wheeling & Lake 
Erie. The Commission has issued a certificate authorizing the 
Wheeling & Lake Erie to operate over the tracks into and oy 
of the new station and, temporarily, to use the tracks and sty. 
tion facilities of the Erie while the new union station is being 
completed. The Wheeling & Lake Erie is selling its lands, 
tracks and station to the Union Terminals Co. for $1,600,00i, 
exclusive of the air rights. The latter, according to the report 
of the Commission, are considered worthless on account of the 
impracticability to erect any structure over the throat of the 
tracks leading into the new station from the east. 

Grant of authority to do these things was made against 
the protest of the Taplin interests on the ground that the direc. 
tors of the Wheeling & Lake Erie, having been chosen by the 
stock controlled by the Baltimore & Ohio, New York Central 
and Nickel Plate, the contracts and arrangements were illegal 
because of the finding of the Commission that the three trunk 
lines violated the Clayton anti-trust law in acquiring the stock 
of the Wheeling & Lake Erie. Interstate Commerce Comnis. 
sion vs. Baltimore & Ohio, 152 I. C. C. 721. They also opposed 
the grant of the authority on the ground that the amount to 
be paid for the Wheeling & Lake Erie property was too lov, 
and the terms upon which that carrier was being admitted to 
the union station, $20,000 a year, were so low as to subject 
the terminal company to a charge that it was giving an undue 
preference to one carrier and unduly prejudicing the other 
tenants of the property. 


The Commission said it was of the opinion that it was 
without jurisdiction to prescribe the price at which the Wheelitg 
& Lake Erie sold its property after abandonment. It said there 
appeared no possibility of the contract whereby the Wheelilg 
was admitted to the union station being attacked. All the other 
tenants are parties to the contract. The Commission said that 
the protestants agreed that the public convenience and neces 
sity would be better served by the applicant’s use of the wi0 
station and its services. 


Chairman Lewis, concurring, said his concurrence was 0 
to be taken as indicating approval o% the financial structure 
which had been erected to carry on the union station work # 
Cleveland. He said he believed that the fact that the Wheelilg 
property blocked the completion of the union station coll 
have been worked into the contract to show that the low renlal 
was granted on account of the necessity upon the part of the 
station project to acquire the Wheeling station for the eastel! 
entrance into the union station. a 

Commissioner McManamy, concurring, said the possibility 
of the rights of the Wheeling being placed in jeopardy withol! 
adequate legal remedy were too remote to justify denial of tl 
application, thereby depriving the public of a convenience. 

Commissioner Eastman, dissenting, suggested that the 
illegal acquisition of the stock of the Wheeling by the thr 
trunk lines was motivated by the necessity of obtaining the 
Wheeling property, an obligation, he pointed out, that had beet 
assumed by the building company constructing the station, 
thereby a personal obligation on the part of the Val pe 
ingens. He thought the object sought to be accomplished 
the arrangement could have been attained by making the builé 
ing company pay enough to the Wheeling each year to corel 
the difference between the rent it is to pay for its og 
in the station and a proportionate amount of the expense. . 
stead, he said, the terminals company bore that expense. be 

Commissioner Taylor, dissenting, said it was plain that UF 
applications here considered were largely, if not entirely, ! 
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outgrowth of the control of the Wheeling by the three trunk 
jines, held illegal by the Commission. 

“The Baltimore & Ohio and the New York Central at- 
tempted to anticipate our decision (in the Clayton law case) by 
an alleged sale of the one-third interest which each of these 
companies owned in the joint control, to the Allegheny Cor- 
eration a company controlled by the Van Sweringens,” said 
4 taylor. “This action...has left the Nickel Plate the resid- 
vary partner in its acquisition, controlled by the Van Swer- 
ingens, Who also control the Nickel Plate, the Cleveland Union 
Terminals Co. and the Building Co. Thus we have the situation 
of these two gentlemen trading with themselves.” 


P. & W. VA. DONORA EXTENSON 


Application has been made by the Pittsburgh & West Vir- 
sinia, in Finance No. 7737, for permission to build a branch, 
about 5.77 miles long, from its Connellsville extension, now 
under construction, that will give it entrance into the Donora, 
Pa,, industrial district and enable it to compete with the Penn- 
sylvania for the heavy iron and steel tonnage of that district, 
particularly the Donora mill of the American Steel and Wire 
Company. The latter is a subsidiary of the United States Steel 
Corporation. 

The plan is to connect the Connellsville extension with the 
Donora Southern, an industrial common carrier serving the 
steel and wire plant. Originally it was intended to give the 
Pittsburgh & West Virginia entry into the Donora district by 
the construction of an extension of the Donora Southern. 

Without referring directly to the opposition of the Commis- 
sion to the extension, by industries, of their industrial com- 
mon carriers, the applicant, after reciting the facts about the 
original plan for a connection between its rails and those of 
the Donora Southern, says “it now seems desirable that appli- 
cant, a Class I carrier, rather than the Donora Southern, an 
industrial common carrier, make the necessary connection by 
the construction of a short branch line or extension.” 

One of the allegations in the application is that public con- 
venience and necessity require the proposed extension “in order 
to open up to the substantial competition, east and west, of two 
trunk line railroads, to wit, applicant and the Pennsylvania 
Railroad, a territory along the Monongahela River, one of the 
richest industrial sections in the United States, now dependent 
exclusively upon one trunk line railroad, to wit, the Pennsyl- 
yania Railroad.” 

No estimates of cost are submitted. The extension would 
pass through no towns. It would be financed, says the appli- 
cation, by issuance of bonds. 


B. R. & P. ACQUISITION: 


The Trafic World Washington Bureau 


Hearing was held this week before Assistant Examiner 
Burnside in Finance No. 7645, application by the Baltimore & 
Ohio to acquire the Buffalo, Rochester & Pittsburgh by purchase 
of capital stock. 

On account of the unusual character of the personnel at 
the counsel table, the hearing was regarded by many as signi- 
fying that this coal carrying road will become as big a factor 
in the question of the consolidation of the railroads in the 
eastern district as the Wheeling & Lake Erie. 

The applicant appeared by Henry W. Anderson, who rep- 
resented the minority stockholders in the Chesapeake & Ohio 
fight, Luther M. Walter and R. Marsden Smith. 


The Delaware & Hudson, which also desires to acquire the 
Buffalo, Rochester & Pittsburgh, appeared by H. T. Newcomb, 
its general counsel, Wade H. Ellis, formerly assistant attorney 
general in charge of anti-trust cases, and George F. Graham, 
who hitherto has generally appeared for shippers in complaints 
against the railroads. A. G. Gutheim appeared for the Roches- 
ter-Pittsburgh Coal Co.; Moultrie Hitt, Charles A. Miller and 
G. Kibby Munson for the Mt. Jewett, Kinzua & Riteville; Fay- 
ette B. Dow and F. W. Burton for the Rochester Chamber of 
Commerce; W. S. Bronson for the Pittsburgh & West Virginia; 
F. W. Haas for the Knox Glass Bottle Co., and F. M. Renshaw 
for the Buffalo Chamber of Commerce. 

Hostile interventions were filed before the taking of testi- 
mony in behalf of the application was begun by the Pennsyl- 
Vania, the Delaware & Hudson, the Wabash and the Pittsburgh 
& West Virginia. The Delaware & Hudson also filed a motion 
‘o dismiss the proceedings. The Wabash also asked for dis- 
missal unless the Allegheny Corporation (the Van Sweringen 
holding company that has taken over the Wheeling & Lake 
Erie stock held by the Baltimore & Ohio and the New York 
Central) “shall agree to become a party to the proceeding and 
~eonery to the jurisdiction of the Commission and agree to be 
ound, not only by such order as the Commission shall issue 
in Tespect to stock of the B. R. & P. it may hold, but also in 
respect of any carrier stock, control of which by other interests 
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shall be necessary in carrying out such permanent allocation 
of railway mileage in eastern territory as this Commission shall 
determine to be in the public interest.” 

The Pennsylvania, in its intervention, pointed out that in 
denying the plea of the Delaware & Hudson for permission to 
acquire the B. R. & P. it gave as one reason that the two roads 
might be used advantageously as parts of a larger system con- 
necting the Atlantic with the Great Lakes. It also pointed out 
that in the tentative plan for the consolidation of eastern roads 
the B. R. & P. was not assigned to the Baltimore & Ohio. The 
Pennsylvania said it was interested in the matter because the 
applicant was one of its competitors and that in effect that 
competitor was asking for control in advance of the general 
grouping of railroads in the east. 

The Delaware & Hudson, in its motion for dismissal, took 
the position that the application was essentially a supplement to 
the Baltimore & Ohio’s plan for a grouping of roads and that 
to consider it now would be to put the cart before the horse. 
The Wabash also took similar ground on that point, in addition 
to the point already mentioned. 

Testimony in behalf of the Baltimore & Ohio was given by 
George M. Shriver, its senior vice-president; J. J. Ekin, its 
comptroller; O. S. Lewis, its freight traffic manager, and Daniel 
Willard, its president. All except Mr. Willard gave financial 
and freight statistics. 

In answer to a question by counsel as to whether the project 
of the Baltimore & Ohio buying the B. R. & P. was new, Mr. 
Willard brought out a laugh by saying that it was not, but 
that, as he recalled the facts, that plan had its origin in the 
administration of L. F. Loree, now president of the Delaware 
& Hudson, while Mr. Loree was president of the Baltimore & 
Ohio and before the witness had become chief executive. He 
said that the two roads had been closely connected for more 
than twenty years and that bringing about the arrangement 
now proposed would save $450,000 a year, be advantageous to 
both roads and the communities served by them and save the 
Baltimore & Ohio $30,000,000 or $40,000,000 for expenditures on 
its present line if it did not acquire relief that would be afforded 
by the acquisiton of the B. R. & P. 


Mr. Willard pointed out that the chief tonnage of the Buf- 
falo, Rochester & Pittsburgh was from products of mines, which 
constitute 72 per cent of the total tonnage handled by that 
company; that if the two lines were operated under the one 
management, the entire equipment of both roads would be avail- 
able. He felt that this would result in the Baltimore & Ohio 
obtaining a larger tonnage of grain from Buffalo to Baltimore 
than heretofore. Changes and conditions in recent years in the 
movement of grain from the Great Lakes had diminished the 
tonnage formerly handled by the Baltimore & Ohio, but with 
the acquisition of the B. R. & P. this would be more than offset, 
he said. While the Baltimore & Ohio had facilities at Fairport 
now for the handling of grain, lake vessels were not wont to 
stop there, but continue to Buffalo. Mr. Willard felt that 
through the B. R. & P.’s ownership, the Baltimore & Ohio would 
obtain considerable of the grain, routing it over its lines through 
Pittsburgh to Baltimore. Mr. Willard referred to the increasing 
business through the port of Baltimore to the Panama Canal 
and thence to points on the southwest coast as well as the west 
coast of South America; and he believed that this business 
would further be augmented if the Baltimore & Ohio owned 
the B. R. & P., and with its facilities, not only attract, but 
take care of such business. He stated, in addition, that, in his 
opinion, the interest of Buffalo and the city of Baltimore would 
be better served and greater advantages accrue to both of them 
as well as communities along the lines of both railroads. 


Messrs. Renshaw, for Buffalo, and Burton, for Rochester, 
testified in behalf of the Baltimore & Ohio’s application for 
permission to acquire the Buffalo, Rochester & Pittsburgh. 
Mr. Burton called attention to the fact that in one of its last 
annual reports the Rochester Chamber of Commerce gave its 
approval to the acquisition in accordance with the application 
on hearing in this case. Mr. Renshaw presented resolutions 
adopted by the Buffalo Chamber of Commerce favoring acquisi- 
tion as proposed in this application. 


The hearing of the application of the B. & O. to acquire 
the B. R. & P. by buying 84 per cent of its stock now held 
by the Allegheny Corporation, the Van Sweringen holding com- 
pany, came to an end after L. F. Loree, July 25, said his com- 
pany, the Delaware & Hudson, was willing to take the B. R. & 
P. off the hands of the B. & O. “at cost plus carrying charges” 
for cash. He also said he would be glad to recommend that 
the D. & H., if that road were allowed to acquire the B. R. & P., 
hold it free of any mortgage lien so that it might be turned 
over to any road to which the Commission might allocate it in 
its plan for the consolidation of railroads. 

Before submitting his offer Mr. Loree said it was obvi- 
ously unwise for the Commission, in advance of its plan for 
consolidation, to make any disposition of this road. 
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The D. & H. asked for adjournment to October to enable it 
to present its objections, but agreed to withdraw that request 
in consideration of the fact that the applicant consented to the 
incorporation into this record of the testimony of the D. & H. 
when it tried, unsuccessfully, to persuade the Commission to 
permit it to lease the B. R. & P. 


COMMISSION ORDERS 


No. 16482, Parkersburg Rig & Reel Co. vs. Missouri-Kansas- 
Texas et al. and consolidated cases). Complainant’s petition 
for reconsideration and reargument denied. 

No. 16606 (and Sub. Nos. 1 to 15 inclu.), Larabee Flour 
Mills Corporation et al. vs. Santa Fe et al., No. 18488, J. C. 
Lysle Milling Co. vs. Santa Fe et al., and No. 18521, Schreiber 
Milling & Grain Co. vs. Santa Fe et al. Proceedings reopened 
for reargument. 

No. 17923, Boyle American Potato Co. et al. vs. Santa Fe 
et al. Defendants’ petition for reconsideration and reargument 
denied. 

No. 18008, New England Brick Co. et al. vs. Boston & Maine. 
Complainants’ petition for review on reparation feature denied. 

No. 18307, Marvil Package Co. vs. Norfolk Southern et al., 
and No. 18569, Vineland Basket Co. et al. vs. Pennsylvania et al. 
Defendants’ third petition for rehearing or reargument denied. 

No. 18793 (and Sub. No. 1), Tidal Oil Co. vs. C. R. I. & G. Ry. 
et al. Proceeding reopened for reconsideration on the record as 
made but rehearing denied. 

No. 18821, Salina Chamber of Commerce et al. vs. Santa Fe 
et al. Defendants’ petition for rehearing and modification of 
the decision with respect to reparation denied. 

No. 18876, Henry Snider vs. Erie et al. Proceeding reopened 
for further hearing under the shortened procedure plan; order 
of December 3, 1928, reopening the proceeding for reconsidera- 
tion vacated and set aside, and petition of Southern Railway 
denied in view of the above. 

No. 18962, Phoenix Construction Co., Inc., et al. vs. Beau- 
mont, Sour Lake & Western et al. Defendants’ motion to re- 
open for reargument and reconsideration overruled. 

No. 19507, Rumford Chemical Works vs. New Haven et al. 
Petition filed by complainant to amend paragraph seven of the 
complaint denied. 

No. 19684, United Paperboard Co., Inc., et al. vs. B. & O. 
et al., and No. 19714, Same vs. Central Vermont et al. Com- 
plainant’s petition for reopening for rehearing, etc., denied. 

No. 19737 (and Sub. No. 1), McGinnis-Burdette Lumber Co. 
vs. Alabama, Tennessee & Northern et al. Defendants’ petition 
for oral hearing denied. 

No. 19942, New Orleans Joint Traffic Bureau et al. vs. Ar- 
kansas & Louisiana Missouri Ry. et al. Motion filed by New Or- 
leans Joint Traffic Bureau et al., for rescision and withdrawal of 
order of April 8, denying petition for leave to amend the com- 
plaint by adding Rickerts Rice Mills, Inc., as party complainant, 
denied. 

No. 20081, Vail Co. vs. Southern Pacific et al. 
ant’s petition for reconsideration denied. 

No. 20132 (Sub. No. 1), Washburn, Crosby Co. et al. vs. 
Union Pacific et al. Petition of Western Star Milling Co., com- 
plainant, for rehearing, denied. 

No. 20228, I. E. Dunn et al. vs. Santa Fe et al. 
plainants’ petition for reopening and/or rehearing denied. 

No. 20426 (and Sub No. 1), Salina Chamber of Commerce 
et al. vs. Arkansas Western et al. Defendants’ petition for 
reconsideration and postponement of the effective date of the 
order denied. 

No. 20457, John E. Booth Lumber Corp. vs. Central Vermont 
et al. Complainant’s petition for further consideration on 
present record denied. 

No. 20464, Hill & Griffith Co. vs. B. & O. et al., and No. 
19186, S. Obermeyer and Co. et al. vs. Ann Arbor et al. Com- 
plainant’s petition for reconsideration of Commission’s action 
of July 2, granting defendants’ motion to dismiss the complaint 
in No. 20464 and denying complainant’s application to amend 
in No. 19186, denied. 

No. 20514, Barrett Company vs. Erie R. R. et al., and No. 
20477, Same vs. Pennsylvania R. R. Complainants’ petition for 
reconsideration and argument denied. 

No. 20692, Polito & Moscrey Co. et al. vs. C. & N. W. Ry. 
et al. Complainant’s petition for reconsideration and/or re- 
hearing denied. 

No. 20704 (and Sub. No. 1), Bay Company vs. B. & M. R. R. 
et al. Defendants’ petition for further consideration and argu- 
ment denied. 

No. 20811, C. B. Dolge Co. vs. N. Y. N. H. & H. R. R. et al. 
Complainant’s petition for reconsideration denied 

No. 20820, C. W. Zaring & Co. vs. C. M. St. P. & P. R. R. 
et al. Complainant’s petition for reconsideration denied 

No. 21238, W. M. Smith & Co. vs. N. O. & N. E. R. R. et al. 


Complain- 


Com- 
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Proceeding reopened for the submission of additiona] men 
randa under the shortened procedure. . 

No. 21391, Charles G. Baldwin et al. vs. C. & P. Telephoy 
Co. Upon defendant’s motion, complaint in this proceeding 
dismissed. : : 

No. 22332, American Agricultural Chemical Co. et al, y; 
A. C. & Y. Ry. et al. Traffic Bureau of the Rock Island Chamber 
of Commerce and Chas. W. Krueger, doing business as the Twin 
City Rendering Company, permitted to intervene. 

No. 22342, Ballou Brick Co. et al. vs. C. & N. W. Ry. et 
A. C. Ochs Brick & Tile Company permitted to intervene, 

I, and S. No. 3204, Scrap Iron or Scrap Steel stoppeq in 
transit for purpose of handling, sorting and storing at Minne. 
apolis, Minnesota Transfer and St. Paul, Minn. ‘Proceeding 
reopened for oral argument. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Greg 
Southern et al. Petitions of Atlantic Coast Line, High Poin, 
Thomasville and Danton, Winston-Salem Southbound, Seaboard 
Air Line, dated July 12, and Southern Furniture Manufacturery 
Association, dated July 9, for vacation of orders and consolida. 
tion of this proceeding with Investigation of Rates on Furniture 
No. 17000, part 5, denied. ' 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Greg 
Southern et al. Petitions of Norfolk & Western, dated July 1; 
Rockford Furniture Manufacturers’ Association, dated July 1 
and the High Point Chamber of Commerce, dated July 3, fo 
vacation of orders and consolidation of this proceeding with 
Investigation of Rates on Furniture, No. 17000, part 5, denied 

No. 19890, U. S. Phosphoric Products Corporation vs. Butte 
Anaconda & Pacific et al., No. 20406, Virginia Carolina Chemical 
Corporation vs. Butte, Anaconda & Pacific et al., and No. 2019) 
Armour Fertilizer Works vs. Akron, Canton & Youngstown et al 
Effective date of order of April 5, as subsequently modified, has 
been postponed to October 19. 

No. 18496, John F. Evans, doing business as City Fuel Co, 
vs. Illinois Central et al. The order entered on June 3, 1929 
which was by its terms made effective on August 20, upon not 
less than 30 days’ notice, has been modified so that it will be 
come effective on August 20, upon not less than 10 days’ notice, 

Finance No. 7624, application of Rock Island for authority to 
acquire control of Beaver, Meade & Englewood by stock pur 
chase. Guymon Chamber of Commerce of Guymon, Okla., per- 
mitted to intervene. 

Finance No. 7645, application of Baltimore & Ohio for av 
thority to acquire control of Buffalo, Rochester & Pittsburgh by 
stock purchase. Pittsburgh & West Virginia permitted to inter. 
vene. 

No. 16243 (and related cases), Indiana Coke & Gas Co. 1s. 
Ahnapee & Western et al. The effective date of the Comnis- 
-_— — entered on May 14 has been postponed to October 
15, 1929. 

No. 17489 (and Sub. No. 2), Certain-teed Products Corpor: 
tion vs. Aberdeen & Rockfish et al. Commission’s order of 
April 15, which by its terms was to be effective July 25 a 
thirty days’ notice, has been modified as to permit the estab- 
lishment of rates from points of origin involved to South At 
lantic Ports via rail-and-water routes upon not less than one 
day’s notice. 

No. 21665, North Carolina Corporation Commission vs. A. ¢. 
& Y. Ry. et al. The Chicago Association of Commerce and the 
Chicago Shippers’ Conference Association have been permitted 
to intervene. 

No. 22210, Southern Pine Association vs. Abilene & South 
ern et al. The Panhandle Lumber Company has been permitted 
to intervene. 

No. 22252, Jackson Traffic Bureau for Burnsville Oil Com- 
pany et al vs. Santa Fe et al. The Chamber of Commerce 0 
Shreveport, La., Shell Petroleum Corporation, and Standard 
Oil Company (Kentucky) have each been authorized to inter 
vene. 
No. 22300, Missouri Portland Cement Co. vs. Abilene & 
Southern et al. Trinity Portland Cement Company and Sal 
Antonio Portland Cement Company have each been permitted 
to intervene. 

No. 22362, Evansville Chamber of Commerce et al. vs. A. B 
& C. R. R. et al. The American Cotton Manufacturers’ Assocs 
tion, The Cotton Manufacturers’ Association of North Carolina 
and The Cotton Manufacturers’ Association of South Caroli 
have been permitted to intervene. 

No. 22379, Southern Association of Stove Manufacturers ¢ 
al. vs. A. C. L. R. R. et al. The Belleville Industrial Club # 
been permitted to intervene. 


SUSPENDED TARIFFS 
In I. and S. No. 3326, the Commission has suspended from 
July 25 to February 25 schedules in supplement No. 21 t0 
Louis-San Francisco, I. C. C. No. 8739. The suspended schedules 
propose to increase the rates on lumber and other forest prot 
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cts, carloads, from stations on the Mississippian Railway to 
jestinations in North and South Carolina. The following is 
illustrative, rates being in cents per 100 pounds: 


From Fulton, Miss., to Greenville, S. C., present 29, proposed 31; 
from Fulton, Miss., to Winston-Salem, N. C., present 38, proposed 40. 

In I. and S. No. 3327, the Commission has suspended from 
July 25 until February 25 schedules in supplement No. 7 to 
Dearborn’s I. C. C. No. 3. The suspended schedules propose to 
revise the provisions for re-icing at carriers’ expense, cars mov- 
ing under rules and charges governing standard refrigeration 
and placed on delivery tracks at final destination with bunkers 
jess than three-quarters filled with ice, so that such provisions 
would not apply when unloading of a car on delivery track 
commences before carrier can re-ice such car. : 


PETITIONS FOR REHEARING, ETC. 


Ex Parte 96, through routes and joint rates between Inland 
Waterways Corporation and other common carriers. Galveston 
Chamber of Commerce, Galveston Cotton Exchange and Board of 
Trade and Texas City Board of Trade for reconsideration, hear- 
ing, and postponement of effective date of order. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Terminal et al. Complainants ask for reargument or 
reconsideration. 

No. 18718, American Window Glass Co. vs. Baltimore & 
Ohio et al. Complainant and intervener ask for reconsideration 
upon record as made. 

No. 13535 and related cases, consolidated southwestern cases. 
Arkansas Preservative Co. asks for elimination of sal-ammoniac 
skimmings from application and requirements of findings made 
in 123 I. C. C. 203, 240; or for a hearing to submit further proof. 

Fourth Section Application No. 12725, rates on lumber, etc., 
carloads, from points in South Pacific Coast territory to points 
in Central Freight Association territory. Southwestern Lines 
ask for reopening, oral argument, reconsideration and modifica- 
tion of decision and order heretofore entered. 

I. and S. No. 3130, consolidated southwestern cases. Leon- 
ard Refrigerator Co. protests granting of southtwestern carriers’ 
petition for vacation of portions of orders in this proceeding, 
in so far as rates on refrigerators are concerned. 

I. and S. No. 2595 (and related cases), meats and packing- 
house products, to, from and between Southwestern and West- 
ern Trunk Line points. Kohrs Packing Company, protestant, 
asks the Commission for reargument and modification of de- 
cision dated June 21, regarding the Western Trunk Line arbi- 
traries to Kansas City, Mo. 

No. 18551, Armour Grain Company vs. C. M. & St. P. Ry. 
et al. Complainant asks for reconsideration by the entire Com- 
mission. 

No. 20199, Busse Brick Co. vs. L. & N. R. R. Complainant 
asks for rehearing and reconsideration. 

No. 20233, Nueces County Navigation District No. 1 vs. 
Abilene & Southern et al. Defendants’ petition for postpone- 
= of the effective date of Commission’s order, or modifica- 
ion. 

No. 13458, Ben D. Anguish et al. vs. A. & V. Ry. et al. 
Complainants petition for reopening and rehearing upon certain 
issues, 

No. 15962, D. L. Alderman et al. vs. A. & V. Ry. et al. 
nena petition for reopening and rehearing upon certain 

es. 

No. 19444, Detroit Chemical Works vs. B. & O. et al. Com- 
Plainant petitions for rehearing, reargument and reconsideration. 

No. 20853, Northwestern Potato Exchange Inc. et al. vs. 
Arkansas Harbor Terminal Ry. et al. Complainant asks for 
4 reargument on the question of reparation. 





FINANCE APPLICATIONS 


Finance No. 7730. Joint a: i 

ij b pplication and petition of Leelanau 
oie Telephone Co., and the Michigan Bell Telephone Co. for ap- 
county, ‘Mick te sition by latter of property of former in Leelanau 

nance No. 7731. Cincinnati Union Terminal Co. asks authority 
mhesue $3,000,000 of preferred stock and $5,250,000 of short term notes. 
to _ spose of the proposed issues is to supply cash with which 
és : part for the acquisition of property and the construction 
tracks y: passenger station, equipment terminal and connecting 

n n Cincinnati, O., authorized heretofore in F. D. No. 6646. 
authorien e No. 7732. East Kentucky Southern Railway Co. asks 
vide mm y to issue and sell its entire capital stock of $50,000 to pro- 
and oney for payment of the purchase price of its line of railway 
n wher purposes. 

Rm No. 6072. Amendment to application of the Fairport, 
rom “y e & Eastern Railroad Co. for authority to extend its line 
ro bullae nt near Painesville, O., to a point near Madison, O., and 
asks th @ spur track to shale beds south of Madison. Applicant 
castert x! it be authorized to construct an extension from its present 
Sean erminus near Madison, O., easterly a distance of 13.9 miles 
the F oeen nt with the Pittsburgh, Youngstown & Ashtabula line of 
of the ansylvania Railroad Co., at or near Austinburg, O., in lieu 

ae matruction of the = to the shale beds. 
control _ No. 7735. The Southern Pacific asks authority to acquire 
» by lease, of the Nevada-California-Oregon, which connects 
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with the Southern Pacific at Wendel, Calif. 
that the direct operation by it of the Nevada-California-Oregon in 
connection with the line from Klamath Falls, Ore., to Alturas, Calif., 
now under construction, and its existing line, will provide a through 
route between Klamath Falls and Ogden, Utah, under one manage- 


The applicant asserts 


ment. The Southern Pacific now controls the railroad, the property 
of which it desires to lease, through stock ownership. The Nevada- 
California-Oregon has a mileage of 154.63 between Lake View, Ore., 
and Wendel, Calif. 

Finance No. 7736. Gulf, Mobile & Northern asks authority to 
issue $2,300,000 of Series C 5 per cent gold bonds to be retained in 
its treasury. The bonds are to be dated October 1, 1926 and mature 
October 1, 1950. 

Finance No. 4085. Statesboro Northern Railway, in a supplemental 
application asks authority to extend the term of its outstanding issue 
of $120,000 of first mortgage six per cent bonds for five years. 

Finance No. 7734. The Sharpsville Railroad and its receiver ask 
authority to abandon the operation of its line from Sharpsville to 
Wilminton Junction, Pa., 16.7 miles. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7612, authorizing the Spokane, 
Coeur d’Alene & Palouse to abandon lines and operation under 
trackage rights, a distance of 0.51 mile, all in Spokane county, Wash., 
approved. 

Report and certificate in F. D. No. 7611, authorizing the Cen- 
tral West Virginia & Southern to abandon as to interstate and for- 
eign commerce, its line of railroad in Tucker and Randolph counties, 
W. Va., approved. 

Report and order in F. D. No. 7697, authorizing the Lime Rock 
R. R. Co. to extend from July 1, 1929, to February 1, 1940, the ma- 
turity of $400,000 of first-mortgage bonds, the bonds to bear 5 per 
cent interest during the period of extension, approved. 

Report and certificate in F. D. No. 7661, authorizing the acquisi- 
tion by the Bell Telephone Company of Pennsylvania of the proper- 
ties of the Bethel Telephone Company, approved. 

Report and certificate in F. D. No. 7574, (1) authorizing the Kan- 
sas City, Mexico & Orient Ry. Co. of Texas to operate over certain 
tracks and use appurtenant railroad facilities and to construct cer- 
tain tracks, and (2) authorizing the Gulf, Colorado & Santa Fe Ry. 
Co., the Panhandle & Santa Fe Ry. Co., and the Pecos & Northern 
Texas Ry. Co., or any of them, to operate over certai ntracks and 
use appurtenant railroad facilities, and to construct certain tracks, 
in Nolan and Tom Green counties, Texas, approved. 

Report and certificate in F. D. No. 7687, authorizing the Wichita 
Falls & Southern R. R. Co. to operate under trackage rights over 
the railroads of the Wichita Falls & Oklahoma Ry. Co., Wichita 
Falls & Oklahoma R. R. Co. of Okla., Wichita Valley Ry. Co. and 
the Fort Worth & Denver City Ry. Co., between Wichita Falls, Tex., 
and Waurika, Okla., approved. 

Report and order in F. D. No. 7548, authorizing the Boston & 
Maine Railroad to issue $2,400,000 of 5 per cent mortgage bonds, 
series HH, said bonds to be sold at not less than par and accrued 
interest and the proceeds used to reimburse the applicant’s treasury 
in past for expenditures heretofore made for capital purposes, ap- 
proved. 

Report and order in F. D. No. 7664, authorizing the Erie R. R. 
Co. to assume obligation and liability, as lessee and guarantor, in 
respect of $8,370,000 of Erie Railroad equipment trust of 1929 certi- 
ficates, to be issued by the Pennsylvania Company for Insurances on 
Lives & Granting Annuities, as trustee, under an agreement to be 
dated August 1, 1929, and to be sold at not less than 94.847 per cent 
of par and accrued dividends, in connection with the procurement of 
certain equipment, approved. 

Report and certificate in F. D. No. 7689, authorizing the Los 
Angeles & Salt Lake R. R. Co. to construct a branch line of railroad 
in Clark county, Nev. (extending easterly approximately 22.6 miles 
from a point of connection with its main line approximately 6.83 
miles south of Las Vegas), approved. 


CHANDLER DISCUSSES RATES 


The Traffic World New York Bureau 


What does the so-called eastern class rate investigation 
now before the Commission mean to New York City? What 
effect will it have on the business of the city if the recom- 
mendations made by the examiner are approved? In an effort 
to make this matter plain, William H. Chandler, manager of the 
traffic bureau of the Merchants’ Association of New York, has 
issued the following statement: 

“The plain fact is that, in the eastern class rate proceeding 
now before the Commission, a substantial volume of export and 
import traffic, which now adds materially to the prosperity of 
the port and city of New York is at stake. This may be under- 
stood better if we review briefly the history of this interesting 
though complicated case. 

“In the latter part of 1924, the Commission called on the 
eastern trunk line railroads to justify certain violations of the 
long-and-short-haul provision of the interstate commerce act 
which had been before it since 1910. The carriers made no 
attempt to justify these departures and, as a result of the pro- 
ceedings then before the Commission, a committee of shippers 
was formed at the suggestion of the Commission to deal with 
a like committee of carriers for the purpose of determining what 
procedure should be followed in order that the provisions of 
the law might be met through an ironing out of the rate 
structure. 

“A joint petition was filed with the Commission by shippers 
and carriers requesting a general investigation on the part of 
the Commission of the eastern class rate structure. The Com- 
mission acted favorably on this petition and ordered a general 
investigation of all class rates within Official Classification ter- 
ritory, embracing the territory, roughly speaking, east of the 
Mississippi, north of the Ohio and the Potomac and west of the 































Vol. XL 
oN ee The Trafic World NNot BB uly 27 


UNITED STATES | E 


D 


Universal Transcofftal 
Trans-Continengtiol 
Baldwink 

Newtex Stea 
Nicholson Univen 














Universal Carloa; 





Universal Carloading| 
Overland Pad 
Universal Tem 
SERVICE 
AS YOU WANT IT 


One or more of the above companit 


Atlanta Cincinnati 

Baltimore Cleveland El Paso Hoboken | 
Beloit Columbus Erie Houston ( 
Boston Dallas Fargo . Indianapolis Las ( 
Bridgeport Dayton Fort Wayne Jersey City “ 
Brooklyn Denver Fort Worth Kalamazoo 
Buffalo , Des Moines Green Bay Kansas City ui 
Camden. Detroit Grand Rapids Laporte Ne 7 


Chicago . E. Liverpool Hartford Kenosha Ne 


PAGE 231 


The Traffic World 


FIGHT COMPANY 


loa Distributing Co. 
scomital Freight Service 
nenight Company 
winfersal Co. 


Steag Corporation NV ERS AL 


iveeamship Company 


ing @ributing Co. of Texas 


Pacfireight Service 

TermVarehouse Co. 
SERVICE 
WHERE YOU NEED IT 


nan office in the following cities: Toronto 


San Antonio Trenton 
New York Portland San Francisco Tulsa 
Oakland Pueblo Seattle Utica 
Oklahoma City Quincy South Bend Waco 
Omaha Rochester Spokane Waterbury 
Passaic Saginaw Springfield Wichita 
Perth Amboy St. Louis Stockton Wilkes-Barre 
Philadelphia St. Paul Syracuse | Wilmington 
Pittsburgh Salt Lake City Toledo —is Worcester 








PAGE 232 


Atlantic coast line. Hearings extended’over a period of more 


than four years. 
“The Commission, in its notice of investigation, stated that 


it would not be the object of the investigation either to increase 
or decrease the revenues of the carriers. Proceeding on this 
basis, the shippers in Trunk Line and New England territories 
organized and employed counsel and rate experts for the pur- 
pose of presenting in an orderly and constructive way what 
they considered to be the proper solution of the question. 

“The testimony exceeded 11,000 pages and the exhibits were 
over 1,000 in number. It was with this mass of testimony that 
the examiner, Mr. Hosmer, had to deal in planning his report. 
Some of the recommendations of the Trunk Line and New Eng- 
land shippers were adopted in part. Others were rejected 
and it is this rejection of the general scheme of maintaining 
relationships between highly competitive communities that 
caused exceptions to be taken to the examiner’s report. 

“The Commission ordered a traffic test taking certain so- 
called representative days in 1924-25, and the revenue accruing 
on the shipments that actually moved on the twelve days se- 
lected and applied to those movements the tentative scale of 
class rates suggested by the examiner. The result of the traffic 
test shows that, in round figures, the scale recommended by 
the examiner would increase the revenue of the carriers in 
Official territory $50,000,000 per annum without taking into 
consideration any traffic moving over differential rail lines, rail 
and lake lines, ocean and rail lines, and over certain of rail 
lines that failed to carry out the traffic test. It is conservatively 
estimated that the revenue increases will amount to at least 
$60,000,000, when all of the excluded traffic is included. 

“The examiner recommends that rates be fixed on a strict 
mileage basis. For many years the relationship of the north 
Atlantic ports has been considered a very delicate rate adjust- 
ment for the reason that import and export through traffic 
naturally seeks the least expensive route. On import traffic, 
Baltimore has had a differential of eight cents a hundred pounds 
on first and second classes, and three cents a hundred pounds 
on the lower classes and on commodity rates, under the rate 
from New York, but on eastbound traffic the export rates to 
Baltimore have been figured uniformly three cents a hundred 
pounds less than the New York rates on all classes and even 
lower differentials on grain and grain products. 

“There are no export and import class rates different from 
the domestic rates at the present time. The report of the 
Commission, while excluding import and export traffic, makes 
no provision for the maintenance of the established port dif- 
ferentials on such traffic, and, inasmuch as the domestic rates 
have always been applied to import and export business moving 
under class rates, the Port of New York looks with considerable 
apprehension on the proposal of the examiner, for it is obvious 
to anyone familiar with import and export business that in- 
creased differentials under New York will have the effect of 
diverting a substantial amount of traffic from this port. 

“Under the proposal of the examiner and the application 
of his strict mileage scale, taking Chicago as a typical western 
point, Baltimore’s export rates, instead of being uniformly three 
cents a hundred pounds less than New York, would be: First 
class, $.12; second class, $.11; third class, $.08; fourth class, 
$.06; fifth class, $.05; sixth class, $.04 less than New York, a 
difference sufficient to divert almost any line of traffic. The 
import class rates covering the first six classes will be the same 
figures under New York as are given above on export traffic 
for each of the six classes of freight instead of eight cents on 
first and second classes and three cents on the lower classes 
as at present. - 

“Under the rate structure proposed, the port of Philadelphia 
would reap advantages similar to those of Baltimore; that is 
to say, the Philadelphia differentials of six cents on the first 
two classes on import traffic and two cents on the lower classes 
and the uniform differential of two cents on export traffic would 
be increased to about fifty per cent of the differentials quoted 
above for Baltimore. 

“The present differentials Baltimore and Philadelphia under 
New York are uniformly applied from all of the territory west 
of Buffalo and Pittsburgh. The mileage scale recommended by 
the examiner would destroy this uniformity of differentials and 
over a wide territory would make both import and export rates 
to Baltimore substantially lower relatively than would apply 
from Chicago to New York. For instance, the first class dif- 
ferential from Louisville to Baltimore under New York would 
be sixteen cents a hundred pounds instead of eight and three 
cents, respectively. Fort Wayne would be fourteen cents; Cin- 
cinnati, eighteen; Chillicothe, twenty; Okens, O., twenty-three; 
Cleveland, seventeen; and Youngstown, eighteen cents first class 
instead of the present differentials of eight cents on import traf- 
fic and three cents on export traffic. All these cities are im- 
portant manufacturing centers from which large volumes of 
freight are now flowing through the port of New York, in spite 
of the differentials, on account of its superior steamship service. 
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“Obviously there is a limit to the amount which shippe 
will pay for superior service and if substantially cheaper ws 
are offered elsewhere, import and export business must ee 
sarily use them to meet foreign competition. The real questi, 
from the standpoint of New York is whether this enormous " 
ume of traffic is going to be diverted elsewhere. To the credit 
of the trunk line carriers let it be said they joined with 4, 
shippers in opposing a disruption of the port relationship Whict 
has existed for more than fifty years. 

“In the argument before the Commission not only was the 
proposal of the examiner opposed by eastern shippers on the 
ground that the measure of the rates prescribed by him was ty 
high, but that the adoption of a strict mileage basis for long. 
haul traffic would seriously dislocate business, would have q 
tendency to circumscribe the movement of traffic within a cop. 
paratively narrow territory, and would to a large extent localize 
competitive industry through Official Classification territory, 
The Commission was asked to take no step that would hay 
such a serious effect on the manufacture and distribution pm}, 
lem of merchants and manufacturers in Eastern territory,” 


A REPLY TO CHANDLER 


Editor The Traffic World: 

I have just read the statement by W. H. Chandler, of the 
Merchants Exchange of New York, printed in your daily iggy 
of July 23, in which he gives his view of what the examiner; 
recommendations in the eastern class rate investigation woul 
mean to New York City. While I question the taste of debating 
publicly litigated matters that have been submitted to the Con. 
mission for decision, it seems to me that there is more to be 
said on the merits of the proposition of the port cities’ relation. 
ships than Mr. Chandler has said, and I, therefore, venture this 
brief discussion of the matter from the Baltimore standpoint, 

Mr. Chandler lays chief emphasis on the point that the 
examiner’s proposed basis of distance rates may divert a sub 
stantial amount of export and import traffic from the port of 
New York to the particular advantage of Baltimore. He appar. 
ently assumes that, as the present domestic class rates apply 
also on export and import traffic, the new basis of domestic 
rates to be prescribed in this investigation likewise will. This 
may or may not be true, but, even if the new rates are so ap 
plied, Baltimore will be receiving no more than a proper recog. 
nition of its transportation advantages. However, the carriers 
will not be under any necessity of applying the distance basis 
to export and import traffic. They might, for example, continue 
the present port domestic rates as export and import rates; 
or, the Commission may conclude to prescribe an entirely nev 
export and import adjustment in the pending Baltimore differ. 
ential case. At all events, Baltimore does not feel that its 
domestic traffic should be penalized with rates higher than they 
otherwise would be because of conditions pertaining to export 
and import traffic. Mr. Chandler’s own illustrations show the 
extent to which this is done today. 

In respect of volume of foreign tonnage, the port of New 
York is several times larger than the port of Baltimore, and it 
has reached its present eminence notwithstanding the differ: 
entials. Assuming the new rates to be prescribed in the eastern 
class rate investigation will be applied on export ‘and import 
traffic, what will be wrong about it? Must Baltimore’s rates be 
made substantially higher than distance and other advantages 
would give it, simply in order that New York’s present pre 
dominance as a port may be safeguarded, when an adjustmet! 
of. rates reflecting Baltimore’s advantages might enable it t 
reach a place of greater prominence in relation to New York 
than it now enjoys? Does size alone give the port of New York 
any special rights that smaller ports do not have; or is Ne¥ 
York, because of its great size as a port, entitled to be kept 
so at the expense of depriving other ports of their transportation 
advantages? New York is the largest port by far, and enjoys 
steamship services superior to those of any other port, not to 
mention various other advantages influencing the routing af 
foreign freight; yet New York wants its relative disadvantages 
disregarded, as they now are, to the extent that it will en! 
rates lower mile for mile than the Baltimore rates. 

Neither Mr. Chandler nor any of the others advocating col 
tinuance of the differentials have offered any satisfactory solt- 
tion of the difficulties that would be encountered from the us 
of the differentials in connection with a distance adjustmetl! 
of rates. If New York is to have the advantage of its preset! 
differential relationships with Baltimore, why should not ond 
more continue to have the advantage of its present parity 0 
York, Pa., for example? The distance from Youngstown, 
to Baltimore is only 42 miles greater than to York; but the 
of the 3-cent differential would, under the examiner’s prope’ 
first class scale, be the equivalent of mAking the rate to < 
more on the basis of approximately 150 miles over the _— 
to York. Baltimore would certainly oppose its rates being ~ 
in excess of the maximum distance scale prescribed for app 
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n in the interior, in order that New York may have relative 
t are not justified by relative transportation service. 
Charles R. Seal, Director 
Traffic and Transportation Bureau, 
Baltimore Association of Commerce. 
Baltimore, Md., July 24, 1929. 


FALSE BILLS OF LADING CASE 


The Commission and the Department of Justice have been 
advised that Elmer W. Smith has pleaded guilty, at Seattle, 
Wash., to an indictment accusing him of procuring the issuance 
of false bills of lading and the negotiation and sale of such 
pills of lading. He was sentenced to pay a fine of $1,500 and to 
serve eighteen months in the McNeil Island penitentiary. 

Smith was indicted in the western district of Washington, 
northern division, on facts brought to light by Edgar Ebert, an 
attorney in the Commission’s bureau of inquiry, in May, 1926, 
in eighteen counts. Nine accused him of procuring the issu- 
ance of false bills by agents of the Northern Pacific and the 
Great Northern. An equal number accused him of selling the 
false bills to banks with which he had been doing business. 
it was estimated that Smith, by his operations, obtained between 
$60,000 and $100,000 to which he was not entitled. 

Smith was a broker and dealer in canned salmon. The 
grand jury indicted him on a recital that showed that, on sev- 
eral occasions, he persuaded freight agents to give him bills 
of lading for carloads of salmon when, as a matter of fact, 
they had not received the lading, on the plea that the lading 
would be at the freight stations before the close of the day, but 
that he needed the bills of lading before the close of the banks 
so that he could attach them to sight drafts drawn on his 
customers. ; 

Inasmuch as Smith was shipping canned salmon all the 
time, it appeared that there was keen competition among the 
agents of the railroads for the desirable long-haul tonnage. 
Smith did not make good on his promises to furnish lading for 
the cars named in the bills. That caused the drafts to be dis- 
honored. The banks called on the railroad to find the cars 
for which they had issued bills of lading, but neither they nor 
Smith were able to produce them. The railroads had to make 
good the losses sustained by the bankers. The transactions 
violated the Pomerene bills of lading act. 
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THEFTS FROM INTERSTATE COMMERCE 


“Advices have been received at the Department of Justice 
that James Dennis Simmons, operating under several aliases, 
was indicted in June, 1929, at South Bend, Wash., on the charge 
of having stolen freight from cars passing in interstate com- 
merce,” says the department. “Simmons entered a plea of guilty 
and was sentenced to serve six years in the McNeil Island 
Penitentiary and to pay a fine of $2,000 and costs of prosecution. 
The record disclosed that Simmons had been sentenced to serve 
a year in the Washington State Penitentiary on the charge of 
grand larceny and that he escaped from that institution and 
was recaptured; also, that he had been sentenced to serve ten 
years in the Minnesota State Prison for grand larceny. 

“In July, 1928, Kenneth E. Hollenback and Herman F. 
Glover were alleged to have stolen freight after breaking seals 
of freight cars passing in interstate commerce, the commodity 
stolen being 333 ingot bars of copper. The copper was valued at 
approximately $1,500. This copper was sold under an arrange- 
ment, previously made, to Ben and Herman Cohen, junk deal- 
ers at Jackson, Ill., at prices much below market value. In- 
dictments were returned by the federal grand jury against all 
the persons involved and Glover entered a plea of guilty and 
was sentenced to serve two years in the U. S. reformatory at 
Chillicothe, O. Ben and Herman Cohen were convicted at Spring- 
field, Il., and were sentenced to serve three years in the Leaven- 
vorth penitentiary and to pay a fine of $5,000 and costs, each. 
Hollenback entered a plea of guilty and testified at the trial 


of the Cohen brothers as a government witness. He has not 
been sentenced.” 


CARRIERS ASK MANDAMUS 
The Northern Pacific, the Great Northern, the Milwaukee 
and the Burlington have applied to the Supreme Court of the 
District of Columbia for a writ of mandamus requiring the 
Commission to take jurisdiction of a complaint filed by them 
vieging the intrastate rates on oil ordered by the Montana 
ommission result in unjust discrimination against intrastate 
ee. The litigation is the outgrowth of other litigation 
7 Which the court in Montana has enjoined the enforcement 
Petroleum rates prescribed by the Montana Commission. 
Because the rates prescribed by the Montana Commission 
ead N suspended by the court, the Commission said that 
Wheth was no reason for it to go into the question as to 
in vi er such rates discriminated against interstate commerce 
€w of the fact that they were not in effect. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
(St. Louis Court of Appeals. Missouri.) Where two wit- 
nesses for plaintiff testified that part of merchandise intrusted 
to defendant for delivery to railroad terminals as found in 


hands of police, defendant was entitled to introduce chauffeur’s 


testimony as to being compelled at point of gun to leave truck 
on which goods were loaded.—American Tobacco Co. vs. Schu- 
lenburg, 17 South Western Reporter (2d), 557. 

Defendant denying allegations of petition, in action for loss 
of merchandise intrusted to him for delivery to railroad termi- 
nals, that he was common carrier, was entitled to show that loss 
was not due to his negligence by truck driver’s testimony as to 
being compelled to leave truck at point of gun.—Ibid. 

Plaintiff securing instruction that defendant was common 
carrier, if engaged in transportation or carriage of goods as pub- 
lic employment for persons generally for hire or reward, cannot 
complain of instruction that it was incumbent on him to prove 
that defendant was engaged in hauling and carriage of goods for 
hire for all who applied to him therefor or held himself out as 
ready to do so.—Ibid. 

Where there was ample evidence to sustain finding that de- 
fendant was a private carrier, plaintiff was not prejudiced by 
instruction that it was incumbent on him to prove that defend- 
ant was engaged in carriage of goods for hire for all who applied 
to him therefor or held himself out as ready to do so.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Alabama.) In action for loss of animal 
in intrastate shipment in which neither complaint nor plea in 
abatement of initial carrier attacking venue under Code 1923, 
Section 10045, alleged that carrier was a domestic corporation 
nor that it is a foreign corporation, appellate court will presume 
that carrier is foreign corporation to sustain trial court’s ruling 
sustaining demurrer to plea and to bring carrier within Const. 
1901, Section 232, authorizing suit against foreign corporation in 
any county where it does business.—Louisville & N. R. Co. et al. 
vs. Strickland, 122 Southern Reporter, 693. 

Const. 1901, Section 232, providing that a foreign corporation 
may be sued in any county where it does business, is self-exe- 
cuting.—Ibid. 

Right of party, under Const. 1901, Section 232, to sue a 
foreign corporation in any county in the state where it is doing 
business by agent, cannot be affected by a legislative enactment. 
—Ibid. 

Code 1923, Section 10045, authorizing joint action against 
connecting carriers in case of loss or damage to shipment, is 
cumulative and not restrictive, and provision therein that “suit 
to be instituted in the county of delivery” is not exclusive but 
venue may be otherwise controlled by Constitution or, in case of 
domestic corporations, by statutes, since it also provides that 
any other remedy now in force may be pursued by plaintiff.— 
Ibid. 

Where plea in abatement of initial carrier, a foreign cor- 
poration, did not allege that it was not doing business in county 
in which suit was commenced when suit was commenced, under 
Const. 1901, Section 232, providing that foreign corporation may 
be sued in any county where it does business, pleas was de- 
murrable on that ground.—Ibid. 

Under Code 1923, Section 10043, adopting for intrastate ship- 
ments the salient features of the Carmack Amendment, 49 USCA, 
Section 20 (11, 12), as regards venue, the liability of initial and 
connecting carrier causing loss or injury to shipment is joint 
and several, independently of Section 10045, relating to joint 
action against connecting common carrier.—Ibid. 

Code 1923, Section 9418, providing that any joint, or joint 
and several, action may be brought in a county having jurisdic- 
tion of any one of defendants and be executed in any county in 
the state, applies to any action properly brought against two or 
more parties whether the primary nature of the action be joint, 
or joint and several, or several, though it does not refer to 
strictly “several” causes of action, since any suit at law properly 
brought against two or more parties is by such authority rendered 
joint, or joint and several, though otherwise it may be merely 
several.—Ibid. 

To the extent that Code 1923, Section 10045, authorizes a 
joint action against connecting carriers for loss, damage, or de- 
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struction of goods shipped, it makes the cause of action a joint 
or several one within Section 9418, authorizing joint, or joint 
and several actions to be brought in county having jurisdiction 
of any one of defendants, when there is a liability by more than 
one defendant, even if without it the action would only be sev- 
eral.—Ibid. 

Complaint alleging that one of animals in intrastate ship- 
ment was delivered to consignee in bad condition, injured and 
bruised, but was received by initial carrier in bood condition, 
imported a liability by both initial and terminal connecting car- 
riers but not by intermediate connecting carriers under Code 
1923, Section 10043.—Ibid. 

Under Code 1923, Section 9418, authorizing joint, or joint 
and several, action in county having jurisdiction of one of de- 
fendants, it is immaterial whether joint defendant properly sued 
in county is individual or corporation.—Ibid. 

Under Code 1923, Section 9418, authorizing joint or joint 
and several, action in county having jurisdiction of any one of 
defendants, and Section 10045, authorizing joint action against 
connecting carriers, it is immaterial whether all carriers sued 
for loss or damage to shipment are doing business in county 
where suit is brought, provided Const. 1901, Section 232, is not 
violated by including in the suit a foreign corporation in a 
county in which it is not doing business and provided court has 
jurisdiction in one of them.—Ibid. 

There is no constitutional provision prohibiting suit against 
a domestic corporation in a county where it is not doing busi- 
ness.—Ibid. 

Complaint alleging that one of animals in intrastate ship- 
ment was delivered to consignee in bad condition, injured and 
bruised, but was received by initial carrier in good condition, 
held not demurrable on ground that it did not state a cause of 
action which is either joint or joint and several, under Code 
1923, Sections 9418, 10043, 10045, nor on other grounds.—Ibid. 

On proof that animals were delivered for shipments to car- 
rier in good condition and were not delivered by it at destination 
safely within a reasonable time, burden is on carrier to acquit 
itself of negligence causing the loss or damage.—Ibid. 

Where trial judge made special finding that one of mules in 
intrastate shipment received injury from which it died before 
delivery to consignee and that it died in possession of terminal 
carrier and was not delivered on that account, he thereby found 
that defendants did not prove their allegation in plea that mule 
which died was afflicted with disease which was probable cause 
of its death; hence any error in ruling on pleadings respecting 
burden of proof as to cause of disease was harmless.—Ibid. 





(Court of Appeals of Louisiana. First Circuit.) In view of 
carrier’s duty to safely transport and deliver in same condition 
commodity intrusted to it for carriage, it disclaiming responsi- 
bility for injury to commodity in transit must prove it was not 
caused by its fault—Smith vs. New Orleans & G. N. R. Co., 122 
Southern Reporter, 724. : 

Evidence, in action against carrier for death of part of ship- 
ment of cattle, held insufficient to show they died from tick 
fever.—Ibid. 

Evidence, in action for death in transit of part of shipment 
of cattle, held insufficient to support defense of overloading of 
cars.—Ibid. 

Failure of shipper of cattle in duty to tie and securely fasten 
bulls which he loaded in car with other cattle held shown to 
have been cause of death of some of the cattle in transit.—Ibid. 








Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 

1929, by West Publishing Co.) 
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REGULATION OF COMMON CARRIER 

(District Court, D. Minnesota, Third Division.) Suit by rail- 
road to restrain state officials from iuterfering with railroad’s 
proposed abandonment of its line, and on ground that Gen. St. 
Minn. 1923, Sections 4709, 4714, 4926, 4930, under which applica- 
tion for abandonment. was made, together with order of state 
Railroad and Warehouse Commission denying right to abandon, 
are violative of rights of plaintiff secured by Fourteenth Amend- 
ment, and that threatened action by defendants are also violative 
of plaintiff's rights under such amendment, held to present a 
federal question, of which the District Court has jurisdiction.— 


The Traffic World 


Vol. XLIV, No. : 


Hill City Ry. Co. vs. Youngquist, Atty. Gen. of Minnesota et 4) 
32 Federal Reporter (2d), 819. . 

To justify denial of injunction to plaintiff on ground that hy 
has an adequate remedy at law, such adequate remedy aj | s 
must be in the federal court.—Ibid. . ” 

Right of railroad to abandon its road because it Cannot hy 
operated without a loss, not being covered by Gen. st. Min, 
1923, Sections 4709, 4714, 4926, 4930, the Minnesota Railroad a 
Warehouse Commission has no jurisdiction over such question 
and cannot grant permission to abandon on such sround.—Ihij 

Since neither state Railroad and Warehouse Commiggiy, 
nor state district court could grant railroad right to abandon its 
road because operated at a loss, fact that railroad has taken a 
appeal to state district court from order of commission denying 
right to abandonment, on ground it would result in substantia) 
injury to public, held not to estop railroad from bringing gyit fh 
federal court to restrain interference with proposed abando, 
ment of its road.—Ibid. 

Railroad held to have established right to interlocutory jp. 
junction restraining state officials from interfering with jj. 
road’s proposed abandonment of its road, in that evidence tends 
to show with reasonable certainty that continued operatiop of 
road can be had only at loss to railroad.—Ibid. 





(Franklin County Court.) Carrier receiving shipment Jy 
2 under substitute bill of lading changing destination of ship. 
ment was entitled to recover freight charges at higher May rate 
where original bill of lading was issued May 31, notwithstandiy 
shipment under original bill of lading would have been on another 
company’s line, since all matters of reconsignment of merchap 
dise must be based on original bill of lading, and contract ¢ 
shipment is complete when bill of lading is executed and deliy. 
ered.—Rutland R. Co. vs. Doud, 235 New York Supplement, 16j 

Freight rate existing when bill of lading is issued by carrie 
governs amount to be charged, notwithstanding agreement lb. 
tween carrier and shipper that goods are to be shipped at late 
date when lower freight rate is in effect; any such agreemeni 
baing invalid as discrimination violating Interstate Commerc 
Act (49 USCA, Section 1 et seq.) and Public Service Commissiqy 
Law.—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System 





published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 
(Supreme Court, Appellate Division, First Department 


Stipulation in ocean steamship bill of lading that carrier shal 
be discharged from all liability in respect of loss or damage w: 
less suit is brought within one year after delivery of the goois 
or date when goods should have been delivered held invalid « 
prescribing an unreasonably short period of limitation.—Sapit 
kopf vs. Cunard S. S. Co., Limited, et al., 235 New York Supple 
ment, 89. 


STANDARD APPEALS TO COURT 


The Standard Oil Company (Indiana), in equity No. 11) 
Standard Oil (Indiana) vs. United States et al., in the federt! 
court for the northern district of Indiana, has asked a statutory 
court to set aside the orders of the Commission, dismissing it 
complaints No. 15877, Standard Oil (Indiana) vs. Santa Fe ¢ 
al., and No. 15878, Same vs. Same, 113 I. C. C. 597 and 1391 
C. C. 297. They are the cases in which the company claimé 
the benefit of open routes on shipments of petroleum and it 
products, which, by reason of the intermediate application " 
other tariff rules, would have the effect of cutting the mlé 
over more direct routes. The cases were supposed to involt 
enormous sums of money claimed to have been taken from tlt 
oil company in the form of overcharges. 

In its bill the oil company asserts that the complaints ve 
actions for the recovery of overcharges. It asserted that the! 
presented no question of judgment or discussion but one“ 
law only, that is, the construction in interpretation of tarifs 
and that in dismissing the complaints the Commission matt 
an error cognizable by the court. 


You may either write or wire our Washington oft 
for information concerning matters in any depa 
of the government there, if you are a su 
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When Temperamental Freight Moves 


Explosives and Dangerous Commodities Must Be Packed and Shipped Properly Under the Tariff of 


HE scene is 

the express 

office in the 
little town of Litch- 
feld, Illinois. The 
agent has just 
handed the town 
police chief an ex- 
press package and is 
now seated at his 
desk watching in- 
terestedly while the 
officer unwraps it. 
From the bundle the 
policeman takes two 
small objects—one a 
box containing a 
dozen cartridges 
that look much like 
ordinary “blanks,” 
the other a metal 
affair with a pocket 
clip the size, shape, 
and color of a foun- 
tam pen, the only 
difference being 
that, at what would 
otherwise be the 
writing end, there is 


a slight taper and an opening. 
police circles as a teargas gun. 


Constant Check on Such Shipments 


By R. J. BAYER 


That is what is known in 
The cartridges are tear-gas 


cartridges. One of them, inserted in the pseudo-fountain 
pen and exploded with the spring trigger, will fill a house 


_=éB. L. HUESTIS, 
Supervisor, Accident Department 





so full of tear gas 
that its occupants 
will flee, coughing 
and sneezing, into 
the open air and, 
presumably, into the 
waiting arms of the 
law. 

The police chief 
sits inspecting his 
new toy interestedly. 
He snaps the spring 
and complains of its 
stiffness. Suddenly 
there is a report and 
from eighteen inches 
away the express 
agent gets the full 
charge of powder 
and gas in his face. 
A day later the 
effects of the gas 
have worn off, but 
he must spend 
weary weeks in the 
hospital in a battle 
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Effect of Safety Education on the Freight Yard Artist 


the Bureau of Explosives — Thirty-two Traveling Inspectors Keep 


for his eyesight, en- 
dangered by powder 
fired at such short 
range. 

The question 
arises: Was the gas 
pistol loaded when 
it was shipped, or 
did the police officer 
load it while he was 
inspecting it? On 
the answer must 
depend the responsi- 
bility for the trag- 
edy. The investiga- 
tion is taken over 
by the Bureau of 
Explosives. 


Effect of Alcohol 
Fumes 


An enthusiastic 
young chemist walks 
into the office of E. 
J. League, inspector 
for the Bureau of 
Explosives at Chi- 
cago. He displays a 
phial of light yellow 


liquid and asks for instructions as to the type of container in 


which it may be shipped. 


He is questioned carefully. The 


liquid, he says, is intended to take the place of the per- 
fumed water now used in theaters to re-odorize the air 


that is constantly 
being drawn from 
the auditorium, 
washed, and blown 
back in. Hitherto, 
the perfume has 
been applied to walls 
and hangings in a 
water solution. But 
water evaporates 
slowly, gathers dust, 
and makes spots. He 
has hit on the idea 
of putting the basic 
scent in alcohol, 
which evaporates 
very quickly. <A 
gallon and a half of 
this mixture, he says 
impressively, will 
do for sweetening 
the atmosphere in 
the huge Chicago 
theater. Mr. League 
is impressed, but he 
wonders what _be- 





COL. B. W. DUNN, 
Chief Inspector, Bureau of Explosives 











PAGE 236 


comes of the alcohol fumes. He calls the theater and discovers 
the cubic contents of the auditorium. A moment of further 
figuring and he emerges with the amazing fact that a gallon 
and a half of alcohol, evaporated in the theater, would so fill it 
with fumes that the first man who disregarded the “no smok- 
ing” warning would scatter the building all over State street. 

A candy factory has had the experience of five carloads of 
refuse, destined for a fertilizer factory, bursting into flames. 
It develops that most of it is peanut hulls. Compression so as 
to bring the lading above the minimum carload weight has freed 
some of the oil and spontaneous combustion is the result. 

A rack of hats, shipped by a large department store, topples 
over in the freight house. An hour later someone detects what 
appears to be the odor of gasoline. Investigation shows that 
the shipper has packed with each hat a small sample bottle 
of “french hat cleaner,” which is nothing more than simple 
casinghead gasoline. 

These incidents are illustrative of the daily round of the 
inspector for the bureau of explosives. There is scarcely an 
industry the shipments of which, inbound or outbound, do not, 
in some manner, come under the provisions of the so-called 
Dunn tariff. It is not only in the supervising and inspection of 
the shipping of high explosives and of the vast list of materials 
—from gasoline to hydrofluoric acid—that come under the head- 
ing of dangerous and inflammable liquids that the bureau has 
its function; a thousand other details are brought before it in 
the course of its work. It may be a millinery maker who uses 
lacquer in making ladies’ hats of semi-transparent hair fabric; 
it may be the print-shop that buys and uses type and press 
cleaning liquids; it may be the toymaker who encloses his 
baubles in thin, sanitary cellulose sheeting—sooner or later 
each one of these will have to consult the explosives tariff or 
take hig problem to the bureau for solution. 


Handling of Explosives Safe 


As a matter of fact, the handling of explosives has become 
one of the safest things done on a railroad, probably because of 
the work of the bureau in prevention and education in the 23 
years of its existence. In 1928, for instance, there were twelve 
accidents in which explosives were involved; the total property 
loss was only $77, or .009 of one per cent of the total value of 
explosives shipped in the year. No one was killed, nor were 
there any injuries chargeable to this class of traffic. 

On the other hand, inflammable liquids, which include the 
products of petroleum, were concerned in 624 accidents result- 
ing in the killing of fifteen persons, the injury of sixteen, and 
a property loss of $777,140, in the same year. Almost all this, 
however, was due to derailments and wrecks. This includes 
the vast majority of losses in material supervised by the bureau. 
The total loss from the 190 commodities listed in the 1929 
report, including the petroleum items, was $816,888, with fifteen 
killed and 106 injured in 1,205 accidents. 


Bureau of Explosives 


The Bureau of Explosives, or, to use its full title, The 
Bureau for the Safe Transportation of Explosives and Other 
Dangerous Articles, was organized in October, 1906, pursuant 
to recommendations by a committee of the American Railway 
Association. Offices were opened in New York, in June 1907, 
with Col. B. W. Dunn in charge, as chief inspector. Membership 
in the bureau was made voluntary, the interested carriers con- 
tributing to its support in proportion to their income and 
mileage. When the offices were first opened, the bureau had 
78 members with a total mileage of 136,026. At present its 
membership is 493 roads with a mileage of 305,724. There are 
also eleven steamship members, four express company members, 
and a long list of associate members among manufacturers of 
dangerous articles, each of whom pays the minimum dues of 
$25 a year. The bureau’s personnel numbers 56, including 
executive, technical, and clerical forces and 32 traveling in- 
spectors. The 1928 report shows that these inspectors made 
a total of 25,154 inspections in 1928, in addition to delivering 
821 lectures before a collective audience of 40,993. 

The educational work of the bureau is also carried on by 
means of a bimonthly Accident Bulletin, edited by Bronson L. 
Huestis, supervisor of the bureau’s accident department. This 
bulletin is issued chiefly for the instruction of employes of 
the carriers and, for their benefit, carries a page or two of 
questions and answers in each issue. In addition, cach issue 
reports and illustrates traffic accidents in the racy vernacular 
of the freight house and the yards. 


The Huestis Racy Style 


The style of the articles has, occasionally, drawn the crit- 
icism of executives who think that property and life casualties 
are not matters for jest, but the experience of the bureau is 
that the tone adopted by Mr. Huestis is admirably suited to 
get the attention and hold the interest of the railroad workers 
who have to handle dangerous shipments. How effective this 
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approach is, is illustrated by the picture reproduced here 
the accident bulletin which shows the work of an amat, 
safety apostle on the side of a tank car. Another example ri 
an accident report printed under the title, “Your Guess Mi bt 
Do,” which is quoted: = 


The case recorded under this title is one of those queer one 
you drop a stone, what makes it fall? Why, gravity, of course! 6 It 
so, quite so—but—what, by the way, really is gravity? In the 
way, look at the above picture and explain what destroyed this cat 
Fire, by the looks of it! There isn’t much room for argument on thar 
is there; but suppose you tell what caused the fire? Ah, that’s anoth : 
matter entirely. You don’t know, and what is more, neither q . 
Then_ why all this palaver? O We, 

ell, we have a great deal to say, at times, about acci ; 
and the like, wherein somebody did something, or forgot to dean 
thing, which would be described by the sports writer as a “ines 
There are occasions, though, where there’s no direct evidence tha 
anybody did the wrong thing, or left the right thing undone 
something happens. Now, practically nothing ever “just happen”. 
there’s a reason somewhere; but in a case like the present one, defini, 
conclusions about the real reason are as scarce as dental work a 
domestic poultry. So, just to give you a chance to do your own think 
ing, and form a conclusion if you can, we’re simply going to set do ‘ 
the case just as it was, without trimmings. m™ 

Picture a steel express car, with hardwood flooring. The car has 
electric lights. It being midsummer, there’s no steam on, and even jf 
there were, the steampipes are properly guarded. Ventilator opening 
are covered by a fine wire mesh. Now, into this car we load a lot af 
meat, vegetables, butter and other perishables; also there’s a packag 
from a film-producing company, going to some theater, but no wl 
dence that there’s film in the package. Then we’ll add two shipment 
of paint materials, including some inflammable lacquer, red-labeled 
and some other lacquer, not labeled. With one or two items of no 
especial importance, we’ve finished the loading. Then off we go! , 

_ While en route, the messenger and his helper checked the ladi 
using hand lamps to help see the markings. During the checking 
there seemed to be an odor of paint, but no leaking packages wer: 
noticed. The messenger and his helper left, closing the car door care. 
fully. There didn’t seem to be anything wrong. 

About an hour later, somebody saw or smelled smoke. In spite 
phe nay that could be done, the fire had gained such headway 
a no great while before the car looked as you see it in the 

Now you know about as much as we do. 
oucene: If #0, ge IR luck go with you. 

e cant tell who or what was to blame for this fire, 
Wwe say anything to you about it? The main idea is rl gen 
fact that we can’t tell why this car burned doesn’t alter the fact that 
there must have been a reason! If you agree to that very obvious 
statement, without making any attempt to put blame on anybody, it’s 
—_ to see that the fire might possibly have been averted if the reason 
ad accommodatingly disclosed itself in time. It would not have hap- 
— if the reason hadn’t existed. Somebody slipped a bit—maybe as 
ar back as the operator of a soldering machine in some can factory 
ya it’s impossible now to tell who or what, the only lesson to be 
rawn is that, no matter how careful or watchful we may have been 


at any time, if it was i i 
pods Apron A humanly possible to be any more so, we weren't 


trom 


Are you ready to start 


Activities of the Bureau 


wen” bureau itself lists its activities in the following sum- 


Inspection of factories where explosives and dangero i 

: u S 

other than explosives are manufactured and prepared | egg Ry 
: Inspection of factories where containers for the shipment of ex- 
plosives and other dangerous articles, as prescribed by the Comnis- 
sion’s specifications, are manufactured. Conducting tests of such ship- 
ping containers for the purpose of arriving at definite conclusions a 
ll 2 uaa necessary for safety in their handling and transpor- 
Forwarding of samples of explosives and othe icle 

: r dangerous articles 

-. bol = rae of the a wag for the purpose of ascet- 

! , ey are safe t veri 
advise packing requirements. o transport, and to verify 

nspection of storage magazines in which 
from which shipments are made by rail. rn 
=e of explosives which are unsafe for shipment by 
= te wd —— ' the a laboratory for exami- 

r or not repa j ty, 
or — + meg asin is necessary. ethiganpechaguitiaadiaapaaa bates: 4 

Supervision of the repacking or other disposition of condemned or 
leaking explosives or othe icles red i i 
oa carrier's pr suerte. r dangerous articles discovered in transit or 

Supervision of repacking or other di - 
plosives in storage chipeteg senmesinan. TE a0 see 
terernetien of steamship, express and railway stations, cars, yards, 
eg s, Pog te Mend gy. % pry instruction of employes at these 

: a 

regulations rf) e Interstate Commerce Commission 
nvestigation of all fires and explosions involving explosives 
other dangerous articles in transit, or in storage on cuiers property. 

Instruction and education of shippers of explosives and othe! 
dangerous articles to prevent violations of the Interstate Commert 
a a f 

xamination of designated railway employes for the purpose 0 
ascertaining whether or not they are qualified to Seaautanell and hal- 
dle explosives and other dangerous articles. 

Inspection and investigation of conditions and submission of rec: 
ommendations for the safe location of factories where explosives 4! 
other dangerous articles are made, including magazines for the storas 
of explosives, tanks for storage of inflammable oils and loading 4 
unloading racks for inflammable oils, with the view of securing 
safety of the traveling public. 

_ Reports of inspections are submitted to designated operating é 
ficials of all lines included in inspectors’ districts to inform them ° 
the conditions observed, and copies are furnished the chief inspects. 
Inspectors also make special investigations and inspections at the re 
quest of railway members. 

Development of specifications for shipping containers of explosive 
and other dangerous articles to meet safety requirements of 
portation conditions. . 

Preparation and issuance of B. E. specifications for shipping col 
tainers, pending adoption and promulgation by the Interstate Com 
merce Commission. 

Examination and tests of packages and authorization of their us 
when found acceptable and safe. 
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Motor Transport on the Highway 


Third of a Series of Articles Written for the Traffic World by Lewis C. Sorrell, Ph.D., Associate 
Professor of Transportation, University of Chicago 


extensive development of motor highway transport in 

the last quarter of a century; at least they have been 
pombarded with statistics to prove it. General interest in 
this subject may be presumed. The source of that interest 
may be found in one or more of the following aspects: 
the possible substitution of this agency for the older 
agencies of transport; the effect of such substitution upon 
railroad revenues and expenses; the effect of diversion of 
large capital sums to this agency of transport on the rail 
carrier's capacity to obtain added capital supplies econom- 
ically ; the problem of avoiding unfair competition within 
this field of transport, and between this and other agencies 
of transportation ; the problem of determining what regu- 
lation is required in the public interest; the question of 
hiring versus performing this type of transport; problems 
of operation and maintenance of motor equipment; the 
efects of this revolution in transport methods on market 
plans; and the complex problems that center about the wise 
planning, economical construction, and proper financing of 
highway construction and maintenance. If much interest 
centers in the effects on the rail carrier, favorable or un- 
favorable, that is natural. The rail carrier is, and for the 
next few years, at least, will be, the backbone of the Amer- 
can transportation system. 

Limitations of space necessitate subject limitation. The 
outstanding aspect of general interest today in this field is 
that of regulation of motor common carriers. The consid- 
eration of that subject necessitates some brief reference 
to the place which such transport occupies in our transpor- 
tation system, the organization of such motor carrying, the 
service, and the cost aspects of that service. Important 
as is the function of providing the highway, as compared 
with the function of carriage over the highway, the former 
is beyond the 
necessary limits of 
the present discus- 
sion, 


[' may be assumed that traffic men are familiar with the 


The Place of 
Motor Highway’ 
Transport 


_ An outstand- 
ing aspect of trans- 
portation develop- 
ment in the nine- 
teenth century was 
the vast improve- 
ment in the long- 
haul, communal? 
transport instru- 
mentalities, as com- 
pared with the re- 


a 


‘The term highwa 
y 
iene? include rural 
; : 
streets,” ee 
rhe term commu- 
re is used to mean 
—_ Shippers use the 
carriers facilities in 
to anon. It is opposed 
~ Individualized 
on It is not 
Same as common 
renee Which is main- 
@ legal concept. 


_a mass (or communal) facility. 





tarded development in the short-haul, individualized trans- 
port facilities. By the time of the passage of the act of 
1887, both metropolitan and rural sections were suffering 
from this unbalanced advance. Electric traction, indeed, 
did offer an economical method of carrying persons short 
distances within the urban districts; but it was essentially 
It remained for the in- 
ternal combustion engine applied to a road vehicle, supple- 
mented by the rubber tire, by a highly concentrated but 
cheap fuel, by quantity production of cheap road building 
materials, to effect a revolution in the field of short-haul, 
individualized transport. 

The two terms “short-haul” and “individualized” 
indicate the place of motor highway transport in the trans- 
portation system. The new transport facility in part is a 
substitute for the horse drawn traffic, in part a substitute 
for rail borne traffic, to a considerable extent a creator of 
an immense volume of new traffic. In the field of travel, 
it has, in some instances, displaced much electric railway 
transport, and in others it has slowed down the growth of 
that utility; it has taken away much of the short haul and 
intermediate distance hauling of passengers by the steam 
railway; but, undoubtedly, it has stimulated an immense 
volume of travel that otherwise would have been non- 
existent. 

In the field of freight traffic the situation is somewhat 
different. The horse-drawn dray still clings to the con- 
gested urban districts, where the speed of the motor truck 
is largely useless. But within the large urban centers, the 
motor truck has made huge inroads on the freight trucked 
between the railroad and the shipper’s warehouse; on 
transfer work between rail carriers, or between rail and 
water carriers ; on local deliveries by manufacturers, jobbers, 
and retailers; on the hauling of household goods. Outside 
the urban centers, 
the motor truck 
hauls much of the 
farm produce to 
shipping centers; 
carries livestock 
over considerable 
distances to im- 
portant _ livestock 
markets; and to a 
rapidly increasing 
extent is being 
used to carry fresh 
fruits and vege- 
tables from the 
eastern shore of 
Maryland to New 
York City. Some 
use has been made 
of this instrumen- 
tality by the rail- 
roads_ ‘themsel'ves 
as a substitute for 
way-freight local 
service. It is still 
true that the bulk 
of the freight haul- 
ing by motor 
vehicles is less than 
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fifty miles. It is also true that, so far as motor busses are 
concerned, most of the travel is probably less than one hundred 
miles. But a large amount of highway passenger travel is 
over long distances and the amount of fairly long haul freight 
traffic on the highways appears to be increasing. It is small 
today; it may be larger tomorraw. 


Organization of Motor Highway Transport 


An overwhelming proportion of the passenger motor vehicle 
equipment of the United States is individually owned and used 
—that is, not employed in carrying others for hire. As of 
January 1, 1929, it is estimated there were some 92,325 busses 
in this country, of which 46,500 were classified as common 
carriers while the rest were employed in school transportation 
or by hotels and sightseeing companies. Of the common carrier 
busses, some 35,182 were assigned to independent highway 
carriers, 10,062 to electric railways and subsidiaries, 1,256 to 
steam railroads and subsidiaries.’ 

“Truck operations fall into one of three general classes: 
(1) where the truck is owned by the operator and is used in 
the transportation of his own goods or products in the conduct 
of his business—the owner-operated trucks; (2) the so-called 
“contract carrier’ which enters into special agreements for 
transportation with one or more shippers but does not hold 
itself out to haul for the public generally; (3) the common 
carrier truck which (a) operates on schedule over a regular 
route or between fixed termini and usually at published rates 
from which it may not depart, and (b) the so-called “anywhere 
for hire carrier.’* It has been estimated that shippers own 
some 82% of the trucks, contract carriers some 11%, and 
common carriers about 7%* The term “commercial truck 
transportation” means trucking for hire; therefore, it includes 
both contract and common carriers. 


Service Aspect of Highway Motor Transport 


Certain claims are advanced regarding the superiority of 
the highway motor carrier over the railway for certain types 
of transport. (1) The motor highway carrier can often give 
a more complete service, especially for less carload shipments, 
and where industry sidings may be absent. That is, resort to 
more than one type of carrier is unnecessary. (2) The high- 
way motor carrier may accomplish the transportation with a 
smaller overall time, especially on short hauls, and where the 
rail carrier has an indirect route. This is due to faster des- 
patch; that is, less waiting to accumulate a load. (3) The 
motor carrier can accord a more frequent service with a smaller 
density of traffic. The unit of highway transport, being smaller 
than that employed by the railway, can operate on lower service 
costs per mile;! and hence with no greater outlays can give 
more frequent service. (4) The term “flexibility” is frequently 
used in discussions of motor transport, and with variable mean- 
ing. Sometimes it means that a vehicle not confined to a rail 
is capable of freer movement; it can be moved around obstacles 
to traffic. Sometimes it means shiftability of employment; 
busses employed in summer resort trade can be taken elsewhere 
for winter use. Very often it means adaptability to the users 
needs. Thus, the user can have this transportation available 
exactly when it is needed; or can use it for emergency hauling 
on very short notice; or can hold the vehicle at the warehouse 
awaiting the latter’s convenience; or can route this vehicle out 
of the usual course to make a pick-up or delivery; or can secure 
a special body type, adapted to the commodity and the market- 
ing needs; or can adapt the vehicle to various loading and un- 
loading conditions. That is, motor transport offers a service 
relatively unstandardized as compared with rail service. This 
aspect is especially noticeable in the private automobile, which 
permits free play to the owner’s whims, convenience, and desire 
for luxury and ostentation. 

On the other hand, the low safety factor of highway trans- 
port, the irresponsibility (financially speaking) of highway 
vehicle operators, and the undependability of transportation 
facilities that are not permanently identified with a railway, 
must not be overlooked. Financial irresponsibility follows from 
the fact that little capital is required to enter this field of 
transport, since the government furnishes the highway. Un- 
dependability follows from the fact that highway carriers may 
operate only when traffic is good, and move elsewhere when it 
becomes more profitable to do so. Like the tramp ship, they 
are not confined to a given locality; and, with larger shipments, 
longer hauls, and greater density, the advantages claimed for 
the highway carrier vanish and the railway service is superior. 

The foregoing discussion of service compares rail and high- 
way carriers. It must be understood that differences exist 
among the highway carriers themselves, as regards the extent 
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to which they realize these advantages and disadvantage; 
Generally speaking, the private highway motor carrier realize 
them to the greatest extent, the contract carrier to q ‘om 
extent, and the common carrier to a still smaller degree, ao 


Cost Aspect of Highway Motor Transport 


Undoubtedly, in numerous cases, highway transport jg , 
genuine economy from the point of view of the individua] user 
The cost to the user of such transport may appear lower than 
by rail for the following reasons: (1) The highway rates ay 
sometimes actually lower than rail rates. This may be due to 
“cut-throat” competition, or to inadequate cost accounting, 
to an attempt to equalize aggregate costs. Thus, bus fares on 
long hauls are lower than rail. The service is not so con, 
fortable and other costs, such as hotel bills, are greater becaus, 
the time required is longer. (2) Even though highway rates 
may be higher, aggregate transport costs may be lower br 
highway, because the cost of packing and crating can be avoidej 
(3) Even though aggregate transport costs by highway may be 
greater, the use of this means of transport may effect savings in 
factory or marketing expenses—e. g., an emergency highway 
shipment to avert a factory shutdown, or to make a sailing 
date of an ocean steamship. (4) The owner of a highway 
vehicle may himself perform’a service for which rail carriers 
must pay, as when he drives his own automobile. (5) Society 
may pay part of the cost of highway transportation; it certainly 
does so, when part of the cost of building and maintaining 
highways (which pay no taxes themselves) is borne by rea 
estate or by the community in the form of property taxation, 

If one turns to the important factors that cause the differ. 
ences in the real costs of rail and highway carriers, he must 
observe the following: (1) That, though some highway carriers 
have stations and transfer platforms, in general the outlay for 
terminals is much less than in the case of railways. Terminad 
expense of railways is a large percentage of railway aggregate 
expense. (2) Though concrete highways are expensive, the in- 
vestment in the average highway is considerably less than in 
the average railway. (3) On the other hand, from the point 
of view of carrying capacity, the highway vehicle is more e- 
pensive than rail equipment. This is not clearly so in the case 
of passenger equipment, but it is very evident in the case of 
freight carrying equipment. (Locomotives must be added to 
freight cars for comparison with trucks). (4) Partly asa 
consequence of (1) the costs of rail transport experience a 
greater relative decline with distance than highway vehicles 
enjoy. The rail carrier’s advantage in cost, as well as i 
service, is manifested when large volumes of long haul trafic 
are available. Reference is often made to the railway as: 
wholesale transport agency, with the highway performing the 
role of a retailer of transportation. The comparison is sit 
nificant from the point of view, of effective coordination of tle 
two instrumentalities, on the basis of cost. 


Regulation of Highway Motor Transport 





Two general types of regulation exist—namely, regulatiou 
designed to protect the highway and highway traffic and regt- 
lations designed to prevent the operation of irresponsibie coll 
mercial operators on the highway and to prevent uneconomlt 
competition. The first type includes such matters as resilt 
tions on width, height, length, speed, weight of vehicles, au 
control of traffic flow. The second type includes regulatiols 
requiring certificates of public convenience and necessity alt 
filing of indemnity bonds (or other proof of financial respols: 
bility) as a prerequisite to operation, and regulation of rales 
fares, routes, schedules, and service of such carriers. és 
frequently, accounting and finance are also subject to regule 
tion. The desirability of the first type of regulation is 
versally conceded, though some dispute exists concerning the 
precise standards to be adopted. The real debate centers @ 
the second type of regulation and is concerned with the neces! 
for such regulation, the precise regulations required, the type 
carrier that should be subjected to regulation, and the authority 
that is to be charged with the task of regulation. 





ws Facts and Figures of the Automobile Industry, 1929 Edition 
p. 58. rca 
1The proof of this, usually accepted, is that bus costs per mile * 
less than train costs per mile. Thus, if train costs are $1.25 per a 
and bus costs 30 cents per mile, a bus could be operated four er 
frequently as a train, with no greater costs. Criticism of this mern 
is impossible here. The method is valid only when low traffic densi! 
is taken for granted. 


21. C. C. Docket No. 18300, decided April 10, 1928. 
3 Truck Facts for 1927, p. 14. 
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While some scheme of regulation prevails generally’ within 
the several states, the arguments concerning the necessity 
therefor have been made in connection with proposed federal 
regulation of highway traffic. Indeed, the greater number of 
these arguments appear as much applicable to state regulations 
»s to federal. The advocates of regulation advance the follow- 
ing general arguments: First, railroads are regulated; high- 
way carriers compete with railways; it is unfair to regulate 
one competitor and leave the other free, Second, regulation is 
needed to protect the public against irresponsible common 
carriers on the highway. Such carriers may be unable to meet 
claims for injuries sustained, may abscond after accidents, 
and may subject the public to hazard of life and health. Or 
they may contract to perform a service and fail to fulfill the 
contract. Third, responsible carriers on the highway should 
pe protected against the unfair competition of irresponsible 
carriers. The latter, by omitting to provide proper safeguards 
for their traffic, may cut rates and handicap the operator 
yho attempts to serve the public properly. Cutthroat compe- 
tition is not in the public interest; rate stability is advan- 
tageous; and the one can be prevented and the other obtained 
py regulation. Fourth, experience with rail regulation proves 
the difficulty of regulation after abuses have grown up; it 
is preferable to attack the problem early and prevent them 
rather than attempt to cure them. Even in the case of the 
railroads it would have been better had effective regulation been 
applied earlier. Fifth, the state has made large investments in 
rads and has a right to prescribe who may use them and under 
what conditions. 

To which, opponents return the following general argu- 
ments; First, the right of the state to regulate does not es- 
tablish the wisdom of doing so. That right exists independent 
of ownership of the road. Second, the amount of highway 
cmmon carrier traffic in competition with the railroads is 
small. The privately owned motor vehicle is the most serious 
competitor of the railway on the highway and this cannot be 
regulated aS a common carrier. The great bulk of highway 
freight traffic is non-competitive with the railroad, and, of that 
portion that is competitive, only a small percentage is carried 
by highway common carriers. Third, neither the railway nor 
existing common carriers on highways have any vested right in 
transportation to be protected against competition. Fourth, the 
fact that many states have already legislated to regulate highway 
common carriers creates no presumption of the desirability of 
doing so. Such legislation has rather been the product of imita- 
tin than of stern necessity. Fifth, highway common carriage 
has developed so recently that it would be unwise to regulate 
itnow. No serious attempt was made to regulate railroads 
util nearly fifty years after their beginnings. Had regulations 
been attempted earlier, it is likely that their development would 
have been seriously restricted. The proper place of highway 
common carriers in the transportation system is not yet known. 
Regulation now would probably interfere with their growth. 

Opponents also advance more positive arguments against 
regulation of highway common carriers. First, they affirm that 
regulation is not needed, because competition is present and 
effective. The highway common carrier has no monopoly and 
tan have none. It must face the competition of the privately 
owned vehicle as well as the rail carrier. Second, they de- 
clare that no public demand exists for regulation of highway 
common carriers, as existed in the case of the railways. The 
demand for rail regulation came from the shippers, who de- 
manded reasonable, non-discriminatory rates. Such a demand is 
lon-existent in the present case. There is some demand that 


—_——— 


¥, ‘As of January 1, 1928, the situation was about as follows: 

her od of states regulating highway passenger traffic only........ 11 
ered of states regulating highway passenger and freight traffic. 33 
‘umber of states regulating highway traffic between municipalities 


MRI om bescars calor aired cis cdiarekd onic ciuterenprninis ose ia Wine lok cine oa ee 23 
Number of States regulating highway traffic between and within 
ERIN ON dai Soca GU cigs Moe ad AGMA s wR EENCS SIA OM 21 
~~ oo regulating highway traffic operating over regular 
: er EC Oe EEE ET EE EO Ee ee 23 
Number of states regulating highway traffic operating over regular 
Nu = ot, ELE LEED EEC IE 21 
: pond of states requiring certificates of public convenience and 
Number 2 or permits, as prerequisite to operation.............. 41 
a. States requiring indemnity bond or other proof of finan- 
Number oe naibllity as prerequisite to operation...............06. 37 
Number pe States regulating routes, fares, classification........... 40 
Number pr States regulating routes, service, safety................ 29 
Numb Me WEMECR TOGMININE FOMOTES o..c.o oc oc o0cccaccescceccsceseeces 20 
inp, of States regulating accounting ............ccececeececeee 15 


— - States regulating highway carrier finances............. 2 
Regulati oregoing tabulation is based_on the 1928 Edition of State 
Motor Veninn Motor Vehicle Common Carrier Business, issued by the 
details c icle Conference Committee. It. may be inaccurate in some 
to be ol ecause the data in this pamphlet are sometimes too general 
legislation The term “regulating,” used above, means that state 
such bodie has given such power to some regulatory body—not that 
effective - have really attempted to exercise such powers in any very 
exercise pooner It is probable that the greatest occasion for the 
Dublie con State regulation has been in connection with certificates of 
state re Se age and necessity. The tabulation relates wholly to 

Sulation, not to municipal regulation. 
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the public be protected against financially irresponsible highway 
carriers. There is some demand from railways, state regulatory 
commissions, and some highway carriers, for protection of their 
present vocations through the requirements of certificates of 
public convenience and necessity. But the shipping public has 
manifested little interest fn the regulation of these carriers. 
Third, they assert that in another respect the railroad analogy 
breaks down. The rail carrier does have a large investment in 
the way, and it may be desirable, under a system of private 
railway construction, to prevent uneconomic competition by 
restricting the right of private capital to construct competing 
railways. But that could hardly be true where, as in the case 
of the highways, the government itself constructs them. Fur- 
thermore, the government constructs them for private carriers, 
whose traffic vastly exceeds common carrier traffic. The waste 
resulting from the competition of highway common carriers 
is confined to the equipment and does not include the right of 
way. Fourth, that it is unfair to attempt regulation of highway 
common carriers and leave their competitors unregulated. The 
difficulty of regulating the contract carrier and the impossibility 
of regulating the private carrier means that the highway com- 
mon carrier’s chief competitors will remain unregulated. 

Turn now to the type of carrier to be regulated. Although 
some effort has been made to embrace contract carriers, this is 
regarded as difficult. Carriers operating over irregular routes 
are included in many states; some regulation of them may be 
practicable; but, clearly, carriers operating over regular routes 
between fixed termini are more easily subjected to the require- 
ment of certificates, the filing of rates and schedules, and the 
determination of routes, fares, and schedules. Opponents of 
regulation contend that, if regulation of highway common Car- 
riers is adopted, motor truck common carriers should be excluded. 
Passenger common carriers generally do operate over regular 
routes and between fixed termini; regulation of them is easier. 
Regulation of them is also more necessary, inasmuch as their 
vocation affects life and health of people unable to discriminate 
between responsible and irresponsible operators. The similar 
regulation of motor truck common carriers is neither so neces- 
sary nor so practicable. Furthermore, it is feared that the 
attempt to regulate freight common carriers will destroy the 
great advantage of that type of transportation—namely, its 
flexibility. As previously shown, this appears to mean a non- 
standardized service. Without standardized services standard- 
ized charges are impractical. Without standardized services 
and charges regulation of either cannot be very effective. Emer- 
gency operation could hardly wait for certificates of public con- 
venience. A shipper-owned trucker seeking return loads could 
hardly conform to such formalities. The attempt to impose 
such regulations on common carriers by highway would prob- 
ably place a premium upon private or contract carriage and 
prevent the growth of common carriage. In that case flexibility 
would not be destroyed, but the development of common carriage 
of freight would be retarded. 

State regulation of highway common carriers is preferred 
to municipal regulation in the interest of uniformity. No federal 
legislation exists on the subject and prior to the Supreme Court 
decisions in Buck vs. Kuykendall (267 U. S. 307)) and Bush Co. 
vs. Maloy (267 U. S. 317) the states had assumed power to reg- 
ulate motor common carriage by highway in interstate com- 
merce. Those decisions denied this power to the states; con- 
sequently interstate highway traffic is not subject to state laws 
as regards certificates of public convenience, filing of indemnity 
bonds, and regulation of rates and service. Accordingly it is 
urged that a necessity for federal legislation on the subject now 
exists. In some localities bus operators whose traffic is mainly 
intrastate practice the subterfuge of crossing state lines for 
the purpose of creating the appearance of interstate operation 
and removing their activities from the control of the state 
authorities. It is alleged to be unfair to subject intrastate traffic 
to regulation while interstate operators in competition with 
state carriers are free from such control. The general argu- 
ments for and against regulation of highway common carriers 
are much in evidence, though not strictly relevant to the sub- 
ject of federal regulation. It is conceded that the amount of 
such interstate highway traffic carried by highway common 
carriers is small relative to the total of highway traffic. The 
local character of highway traffic is constantly emphasized and 
the inference is that the regulation should be local. (Local 
here means state regulation.) 

Supposing federal regulation is attempted, in what authority 
should it be vested? The Interstate Commerce Commission is 
already overburdened. Moreover, such regulation requires 
knowledge of local conditions which that Commission does not 
possess. It would be expensive for small trucking companies 
to apply to the Commission at Washington for certificates to 
operate. State commissions have had more experience with 
these problems. No overwhelming necessity for uniformity 
appears in this problem as appeared in the regulation of rail- 
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road rates. Would it be practicable, then, to permit the several 
state commissions to regulate the activities of interstate high- 
way common carriers, with right of appeal to the Interstate 
Commerce Commission? Federal legislation is necessary, but 
to avoid constitutional objections it must not require state 
commissions to perform this task. They may do so if Congress 
permits and the several states also sanction the step. A few 
states have no commissions; as regards them the Interstate 
Commerce Commission would exercise original jurisdiction. 
The necessity for federal regulation of interstate bus operations 
appears to be more pressing than for such regulation of inter- 
state trucking operations. Such appears to be the present 
thought of most of those who have given attention to the prob- 
lem. Senate bill S. 1734, 69th Congress, first session (1926), 
provided for regulation of both interstate bus and truck com- 
mon carrier operations, with certificates of public convenience 
and regulation of rates and services. Regulation in the first 
instance was to be exercised by boards made up of state com- 
missions which assented to the act. Appeal could be made to 
the Interstate Commerce Commission. This bill did not pass. 
House bill H. R. 12380, 70th Congress, first session (1928), was 
somewhat similar, except that interstate trucking operations 
were not included. This bill also failed of passage, and the 
matter is still before Congress. 
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COMMISSION PRACTITIONERS 


The Commission, July 25, made public the following list of 
additional names of those admitted to practice before it: B. H. 
Carmichael, Los Angeles, Calif.; S. L. Foote, Madison, Wis.; 
L. E. Luth, Winona, Minn.; John A. Kuhn, Omaha, Neb.; Claude 
B. Matthai, Omaha, Neb.; C. A. Ross, Lincoln, Neb.; Ivan A. 
Sherman, Madison, Wis.; Arthur F. Smith, Kansas City, Mo.; 
James C. Suttie, Omaha, Neb.; Frank W. Turcotte, Los Angeles, 
Calif.; W. Albert Wilde, Louisville, Ky. J. R. Van Delinder, Chi- 
cago, Ill.; James M. Stuart, Jr., Bridgeport, Conn.; George A. 
Ryan, St. Louis, Mo.; Edward J. Norris, Chicago, Ill.; J. W. 
Montigney, Cleveland, Ohio; Josiah D. Greene, Albany, N. Y.; 
R. C. Fyfe, Chicago, Iil.; Eric Eugene Ebert, Newark, N. J.; 
S. J. Cole, Amarillo, Texas; J. A. Brough, Chicago, Ill.; John 
A. Amundson, Milwaukee, Wis.; John L. Bowlus, Milwaukee, 
Wis.; L. F. Orr, St. Louis, Mo.; Anne F. Tennille, Washington, 
D. C.; Hal F. Wiggins, Salem, Oregon; Russell G. Lucas, Salt 
Lake City, Utah; Arthur J. Corburn, Jr., New Orleans, La.; 
Homer Leroy Armstrong, Tulsa, Okla.; Maurice J. Brion, Deca- 
tur, Ill.; D. R. Simpson, Galveston, Tex.; Francis P. Dougherty, 
Chicago, Ill.; J. E. Hines, Houston, Tex; George C. Lucas, New 
York, N. Y.; John King Watson, New York, N. Y.; John P. 
Bauer, Chicago, Ill.; Herbert H. Such, St. Louis, Mo.; W. C. 
LeFebvre, Detroit, Mich.; William Mann, New York, N. Y. 
S. W. W. Carr, Pierre, S. D.; Gustav H. Dilla, Cleveland, Ohio; 
Henry McAllister, Denver, Colo.; E. L. Wilkerson, Dallas, Tex.; 
A. S. Hardwick, Dallas, Tex.; W. M. Maddox, Dallas, Tex.; John 
J. Fitzpatrick, Baltimore, Md.; William C. McCulloch, Portland, 
‘ Ore.; Frank Koch, St. Louis, Mo.; N. C. Cagle, Pine Bluff, 
Ark.; Charles A. Carr. Sioux City, Ia.; Y. H. Sparrow, Amarillo, 
Tex.; C. H. Pistor, Dallas, Tex.; Dudley B. Foy, Amarillo, Tex.; 
C. C. Lassiter, Douglas, Arizona; Frank M. Ducker, Oshkosh, 
Wis.; Alvin C. Holmes, Tulsa, Okla.; Clarence S. Connolly, San 
Francisco, Calif.; A. H. Priest, Ft. Worth, Tex.; H. Clark 
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Conley, Oklahoma City, Okla.; C. W. Waterman, Housto, 
Tex.;W. S. Nichols, Beaumont, Tex.; Henry Hedden Rogers, 
Chicago, Ill.; P. W. Moore, Long Island City, N. Y.; j 2 
Morris, Beaumont, Tex.; Frank S. Morrison, Denver, Colo: 
John B. Dempsey, Cleveland, Ohio; Edward William Kerwin 
Long Island City, N. Y.; Cassius R. Peck, Portland, Ore. Ear| 
S. Nelson, Portland, Ore.; Clarence D. Phillips, Portland, Oy. 
John S. Coke, Portland, Ore.; Roland Johnston, Phoenix, Aji: 
M. J. McCarthy, San Francisco, Calif.; Conrad Olson, st, pay 
Minn.; Charles Elmer Blaine, Phoenix, Ariz.; John H, Wy. 
liams, Pittsburgh, Pa.; T. Brady, Jr., Brookhaven, Miss,; 1, W 
Witte, Tulsa, Okla.; H. W. Roe, Tulsa, Okla.; Thomas Dent, 
Geoghegan, Washington, D. C.; Rogers Mac Veigh, Portlang 
Ore.; John Orr, New York, N. Y.; Ben F. Morris, Louisyjjj, 
Ky.; C. F. Dowd, Tulsa, Okla.; R. J. Eiswirth, Baton Rouge 
La.; J. Hunter Ross, New York, N. Y.; George E. Fogg, Por. 
land, Ore.; H. J. Polack, Chicago, Ill.; J. T. Hiers, Atlanta, g,. 
Edson Abel, San Francisco, Calif.; Charles W. Nash, Albany 
N. Y.; Ben C. Dey, Portland, Ore.; Paul P. Farrens, Portlanj 
Ore.; E. C. Kitching, Bartlesville, Okla.; A. Allen Woodnt 
Philadelphia, Pa.; John L. Roberts, New York, N. Y.; Willian 
Y. Wildman, Chicago, Ill.; James Herbert Shelley, Hartsyijj, 
S. C.; Joseph H. Wright, Chicago, Ill.; John Curry, San Frap. 
cisco, Calif.; Axel Larsson, San Francisco, Calif.; W. R. Sedip, 
St. Paul, Minn.; Dennis F. Lyons, St. Paul, Minn.; Ivan |, 
Plette, Yakima, ‘Wash.; Frank Karr, Los Angeles, Calif.; (jz. 
ence Wm. Cornell, Los Angeles, Calif.; Richard E. Wedking 
Los Angeles, Calif.; Edward L. H. Bissinger, Los Angele 
Calif.; C. H. Guion, Houston, Tex.; W. J. Schill, Houston, Tex: 
J. E. Bailey, Houston, Tex.; C. D. Bordelon, Houston, Tex: 
C. L. Butler, Houston, Tex.; J. E. Dimond, Jr., Houston, Tex; 
William E. Bennett, Saratoga Springs, N. Y.; Adair Dyer, 
Dallas, Texas.; P. B. Beidelman, St. Paul, Minn.; Frank Lyon, 
Washington, D. C.; Douglas Brookman, San Francisco, Calif; 
J. T. Schatt, New York, N. Y.; William W. Tirrell, Concord, 
N. H.; David A. Cole, St. Louis, Mo.; Arthur C. Spencer, Port. 
land, Ore.; Jesse E. Duffy, Butler, Pa.; Charles E. Vose, Boston, 
Mass.; Del W. Harrington, El Paso, Tex.; Norman Hall, # 
Paso, Tex.; Chas. J. Hotchkiss, Denver, Colo.; John M. Car 
wright, San Francisco, Calif.; Oliver O. Haga, Boise, Idaho; 
John M. Zachara, Passaic, N. J.; Francis W. Brown, New Yor, 
N. Y.; J. L. Williams, New York, N. Y.; William A. Moore, Nev 
York, N. Y.; Osborn Van Brunt, New York, N. Y.; A. W. Mae. 
Laren, New York, N. Y.; F. E. Paulson, Allentown, Pa.; Charles 
M. Bracelen, New York, N. Y.; Charles E. Gately, New York, 
N. Y.; Arthur John Grummett, Seattle, Wash.; W. A. Colston, 
Cleveland, Ohio.; Walter P. Tingley, Huntington, W. Va.; Jou 
H. C. Kirk, Chicago, Ill.; F. M. Garland, Pittsburgh, Pa.; Wil 
liam E. Prendergast, Chicago, Ill.; Gus Richmond, Atlanta, Ga; 
Walter M. Lorenz, Cleveland, Ohio; Oscar John _ Dorvil, 
Lawrenceville, Ill.; J. E. Marks, Lexington, Ky.; W. I. Nokely, 
Wyandotte, Mich.; L. E. Earlywine, Indianapolis, Ind.; W. 1 
Meyers, Indianapolis, Ind.; A. P. Mills, Lansing, Mich.; Georg 
J. Bolender, Kalamazoo, Mich.; Fred M. Renshaw, Buffalo, 
N. Y.; Edgar Watkins, Jr., Atlanta, Ga.; Hira D. Andersot, 
Midland, Mich.; Fred Henry Behring, Washington, D. C.; F.} 
Grier, Wilmington, N. C.; Joseph Marks, Washington, D. ¢: 
Harry C. Howard, Kalamazoo, Mich.; William David Lindsi, 
Chicago, Ill.; H. J. Flack, Jacksonville, Fla.; Paul D. Taylor 
Chicago Heights, Ill.; Gordon E. Riley, Chicago, IIl.; Allen Pact, 
Lake Charles, La.; I. W. Whitaker, Manitowoc, Wis.; Charles 
V. Falkenberg, Chicago, Ill.; Henry H. Bieze, Bedford, Int: 
A. W. Vogtle, Birmingham, Ala.; R. J. Wallace, Chicago, lll; 
T. P. Refbord, Allentown, Pa.; Thornton Chase Burwell, Decattt, 
Ill.; R. V. Fletcher, Chicago, Ill.; Edw. F. Ledwidge, St. Lous 
Mo.; James Milton Mannon, Jr., San Francisco, Calif.; Har 
H. Hartman, Syracuse, N. Y.; H. B. Cummins, Dallas, Te. 
Ernest Fred Stecher, Chicago, Ill.; Fred W. Haas, Pittsburgh, 
Pa.; Louis Magee, Pittsburgh, Pa.; John A. Coakley, Clevelaté 
Ohio; W. H. Edrington, Dayton, Ohio; Charles W. Racilé 
Toledo, Ohio; John A. Curtin, Ft. Wayne, Ind. 


CAR SURPLUS FIGURES 


Class I railroads on July 15 had 211,165 surplus freight @ 
in good repair and immediately available for service, the ca 
service division of the American Railway Association annoult 
July 26. 

This was an increase of 6,857 cars compared with July § 
at which time there were 204,308 cars. d 

Surplus coal cars on July 15 totaled 62,549, an increase 
10,592 cars within approximately a week, while surplus 
cars totaled 103,003 cars, a reduction of 3,087 for the 
period. , 

Reports also showed 25,915 surplus stock cars, a reductiat 
of 1,037 cars under the number reported on July 8, while su” 
refrigerator cars totaled 13,640, an increase of 441 for 
same period. 
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UND- 


.hauling Live Stock from St. Louis to Eastern Markets 





during the month of July 
(up to date of going to press) 


. HE GREYHOUND.” is living up to its name. . 
Running on schedule and bringing in its rich cargoes 
of Live Stock dependably on time. 


LikeThe Greyhound, all of the Pennsylvania’s famous 
“Limiteds of the Freight Service” are operated on definite 
schedule—and all are turning in high on time records day 
after day, and week after week. 


Serving 8 out of 10 of the largest cities in the country— 
Pennsylvania “Freight Limiteds” have made themselves 
the favorites of Industrial Trafic Managers everywhere. 
These transportation experts recognize that Pennsylvania 
service accomplishes the three essentials of greatest impor- 
tance to shipper and consignee alike: 


1. You can find out by a system of passing reports where 
your shipment is. 


2. You know when it is due to arrive 


3. You have the assurance that it will arrive on time 


PENNSYLVANIA R 


5 OTHER 
“LIVE STOCK LIMITEDS” 


Here are five more of the 
Pennsylvania’s famous “‘Lim- 
iteds of the Freight Service” 
which bring in their cargoes 
of Live Stock day after day 
on time. 


THE BISON 
Live Stock — Perishable 
Buffalo to Seaboard Cities 


SPARK PLUG 
Live Stock — Perishable 
Cincinnati to Pittsburgh 
and Seaboard Cities 


MAN O’WAR 
Live Stock 
Chicago to Seaboard Cities 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh 
and Seaboard Cities 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 





AILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Ocean Shipping News 





OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


Full cargo markets in the last week have shown a steady 
tone, with indications of a revival in strength in the immediate 
future. No other reductions have been noted. The _ prevail- 
ing quietness in overseas shipments is matched by the lack of 
vessels sent here in ballast. Exports of heavy grain, which 
normally provide the foundation for charter markets, are un- 
usually light. The general opinion among freight brokers is 
that the existing dullness will continue for several weeks, with- 
out recessions in rates, and that the market will become stronger 
with the approach of the autumn. 

Ship owners report more profitable offers for their vessels 
in other trade routes, particularly from South America to 
Europe, with the result that they are unwilling to send tonnage 
to the north Atlantic until there is definite evidence that cargoes 
will be available. 

The grain market continues to lag. New business is slow 
in developing and apparently regular berth services are able 
to supply sufficient space for ordinary shipments. The only 
inquiries of importance are reported from the Gulf, where sev- 
eral vessels can be placed for August loading on the basis of 
15¢c to Antwerp or Rotterdam and 8s 414d to the United King- 
dom. 

The only changes in berth rates are minor in character, 
without significance in relation to regular tariffs. Freight con- 
ferences are working satisfactorily on all trade routes except 
U. S. Intercoastal, where an internal dispute over the rating 
of individual lines is still unsettled. This, however, is not ex- 
pected to affect the rate situation. 


John T. O’Connell, chairman of the River Plate and Brazil 
Conference, says that, as a result of the serious congestion at 
Rosario, because of labor difficulties, there have been some 
slight delays at other River Plate ports where union labor 
stopped work in sympathy with the Rosario strikers. At these 
other ports the delay has not as yet reached an alarming stage, 
but the situation at Rosario indicated that the lines might have 
to resort to the protection afforded by the strike clause in the 
bills of lading and deliver Rosario cargo at some other port. 
The last report indicated fifteen vessels awaiting berts at Rosa- 
rio, many of which were bound to suffer extra detention of 
at least two weeks. These delays, it is pointed out, result in 
enormous additional expense to the vessel owners without be- 
stowing any benefit on the cargo receivers, and it is thought 
that a solution may be to deliver Rosario cargo at a port from 
where the consignees may accept delivery without the delay 
that follows direct call at Rosario under present conditions. 

Material progress has been made in ironing out the differ- 
ences among the intercoastal steamship lines. In view of the 
status of the negotiations, the argument on the Luckenbach 
Steamship Company’s application for an injunction to restrain 
the Intercoastal Conference from proceeding with arbitration 
of the differences between the company and the conference was 
postponed until August 2, by agreement. 

Chairman Robert C. Thackara has been kept busy striving 
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to overcome differences of opinion among the members of the 
A and B groups on various disputed points. ‘ 
At present it is understood that the differences betwee, 
the two groups are relatively small and that with the settle. 
ment of the major problem, which is now in sight by Teason 
of the concessions made by the A group acting as a unit, the 
individual problems will not constitute a serious obstacle {, 
readjustment of the conference agreement on a new basis, 


The dissension within the conference has centered aroun; 
the Luckenbach contention that the Quaker Line, as an operat 
of weekly service out of Philadelphia, is not entitled to claggig. 
tion in the B group in which it shares in the pooled earnings 
of the A group. The Quaker Line has held that, until the ¢qp. 
ference agreement is changed, it is entitled to its presen 
classification and participation in pooled earnings on that basis 

The arbitration, which has been halted by the applicatioy 
for an injunction, was started by the conference in accordance 
with the conference rules after the Lukenbach company had 
declined to participate in this method of adjusting the difficulty 
arising from its refusal to make payments into the conference 
pool in the division of which the Quaker Line would share a; 
a member of the B group. 


Foreign Trading Zones 


A memorandum showing the extent to which the principle 
of foreign trading zones in ports has been adopted by the 
nations competing with the United States for world trade has 
been transmitted to members of the Senate committee on 
finance. This information is submitted in support of the move. 
ment backed by the largest commercial organizations of the 
country for the inclusion in the pending traffic bill of a provision 
for the establishment of such zones in United States ports. 

The data on the subject have been obtained through a 
inquiry made by the Department of Commerce at the request 
of the Merchants’ Association. The inquiry disclosed that for 
eign trading zones have been established by sixteen commercial 
countries in thirty-four different ports and that twenty-three 
additional zones have been proposed or authorized in eight 
different countries. 

“The fact that thirty-four ports of this character are in 
operation in sixteen of the commercial countries of the world 
and that, in addition, similar zones have been proposed 0 
authorized in twenty-three other ports, is a strong indication 
of the economic advantage to nationals of the United States,’ 
the Merchants’ Association wrote to the members of the Com: 
mittee. “This accounts for the fact that business houses, chall- 
bers of commerce and commercial organizations in practically 
every part of the United States are on record in favor of legis 
lation permitting the establishment of these zones in our ports. 

The association also pointed out that areas such as alt 
proposed would have no bearing on the tariff policy of the 
United States. All merchandise entering the commerce of tle 
country through such trading zones would pay the full impor 
duty and comply with the regular customs procedure. Such 
ports would permit the landing of goods without customs for- 





———————— 














Brick Work Stowing 
Method 


The accompanying illustration is submitted by the Amer 
ican-Hawaiian Steamship Company, as a demonstration of the 
care used in stowing shipments. It shows cargo space 02 the 
Steamer, “Kentuckian,” loaded by the so-called “brickwork 
method.” This method, it is pointed out, evenly distribus 
the weight of the succeeding tiers and prevents leakage am 
by spreading of the seams of liquid containers. The America? 
Hawaiian company gives credit to its careful stowing methots 
for its low damage proportion, which amounted to only * 
hundreths of one per cent of the freight revenue in 1928. 
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nothing up 
our Sleeve 


O tricks in advertising the POKER 

FLEET of the Minnesota-Atlantic 
Transit Company. We have nothing up 
our sleeve—and no blindfold tests! We 
freely admit that you will get neither thin- 
ner nor fatter by using the POKER FLEET. 
You do not have to play Bridge or Poker. 
And it will not be necessary to walk a mile. 


ERVICE is what we offer—fast package 
S freight service between Buffalo, Detroit 
and Duluth. In connection with rail lines, 
the service is from Eastern and C.F.A. 
territory to the Northwest. 


HERE’S a definite saving in using the 

POKER FLEET Lake and Rail service of 
The Minnesota-Atlantic Transit Company. 
For example, if you ship first class freight 
from Philadelphia to Duluth, there is a 
saving of sixty-six cents per hundred pounds 
as compared with all-rail movement. And 
from Philadelphia to St. Paul, Minneapolis, 
or points taking same rates, there is a 
saving of approximately forty cents. 


HETHER you ship to the Northwest 


from Philadelphia, Boston, Syracuse, 


Rochester, Detroit or other points, you can 
save money by routing via the Minnesota- 
Atlantic Transit Company’s famous POKER 
FLEET—Steamers, Ace, King, Queen, Jack 
and Ten. 


O take advantage of Lake and Rail sav- 

ings route shipments from Eastern Ter- 
ritory </, M.A.T. at Buffalo. From C.F.A. 
territory route ©/, M.A.T. at Detroit. 


NINNESOTA-ATLANTIG TRANSIT COMPANY 


A Division of the 


TERMINALS AND TRANSPORTATION CORPORATION 


OF AMERICA 


A. Mitter McDoucatt, President 
Executive Offices: 1174 First National Bank, Detroit 


Do You 
KNOW 


PORT HOUSTON? 


It is to your advantage to know more 
about Port Houston from the shipper’s 
angle. This fast-growing port offers 
distinct advantages to the shippers in 
the South Central portion of the United 
States. 19 railroads offer substantial 
rate savings. 70 Steamship lines ply 
from Port Houston to every part of the 
world. Charges on berthing, loading 
and unloading, switching and warehous- 
ing are most reasonable. Every possible 
terminal facility for the rapid handling 
of freight and cargoes has been provided. 


OR IF YOU ARE IMPORTING 


Houston is the key city to a trade terri- 
tory many thousand miles in extent and 
spending more than 7 billion dollars 
annually. This vast market has hardly 
been scratched yet. You’ll find the easiest 
way to get in is through Port Houston. 


Investigate today. It will mean money 
to you! 


DIRECTOR OF THE PORT 


5th Floor Courthouse 


HOUSTON TEXAS 
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malities for the purpose of mixing, blending, repacking, ware- 
housing and transshipment in foreign trade. 

Operators in the intercoastal trade are not discouraged by 
the recent slump in eastbound traffic or the drop in the lumber 
rate to $10, according to John E. Cushing, vice president of the 
American-Hawaiian Line. The falling off in eastbound busi- 
ness, he says, is merely seasonal, and he points out that west- 
bound business is holding up well. Depression in the eastbound 
business, he predicts, will disappear with the opening of the 
canned goods shipping season. 

A resolution adopted at a recent meeting of the Warehouse- 
men’s Association of the Port of New York voiced the protest 
of the organization against the obligation placed on bonded 
warehousemen in connection with unclaimed merchandise, the 
sale of which by the government seldom realizes sufficient 
money to pay duties and other expenses incurred in its care. 
The resolution advocated the establishment in the Treasury 
Department of a fund to pay costs of storage and other services 
on such goods. 


Tramp Freight Index 


There is developing a view that, with the Plate trade on 
a basis of 14s for coal and 25s for grain, with the continued 
extraordinary activity in Russian lumber from what was for- 
merly the stipendiary holdings of the Russian royal family, the 
sudden appearance of grain freight demands in the Puget Sound- 
Columbia River trade, the rapid advance in Welsh transpacific 
coal rates and eastern improvement, the Lloyd’s list world 
tramp freight index for July may disclose a recovery. The 
disappointing showing for June does not seem to reflect the 
current market, but has attracted more than passing attention. 

Leading the decline of 4.49 for the world, Lloyds list shows 
a North American drop of 9.51 per cent. The East Indies and 
Africa less weighty division came next with 7.28, followed by 
the Pacific and Australasia with a loss of 4.92. Only the gain 
of 3.59 for the European division saved the world average from 
a sharply adverse contrast to June, 1925, 1926 and 1928. For 
the world the index stood at 85.80, almost 12 per cent under 
the mean figure for June, 1923, 1924 and 1927. In its analysis 
of its table Lloyd’s list says in part: 


Both from Bristol Channel and East Coast ports there was a 
steady demand in June for handy colliers, and in the home and near 
continental trades rates advanced sharply. For Mediterranean dis- 
charge a satisfactory quantity of tonnage was taken up, but freights 
were somewhat irregular. Ore chartering was more active than of 
late, quotations from Mediterranean ports having a firmer tendency, 
and the Baltic timber trade held the promise of a good season. On 
oe other hand the Black Sea and Danube remained in a lifeless con- 

tion. 

The North American market was extremely depressed. At the 
beginning of the month the slump in grain prices brought business 
virtually to a standstill, so far as whole-cargo shipments were con- 
cerned, and the subsequent price recovery did not avail to restore 
activity in this quarter, exporters holding off for still higher values 
on the chance of assistance being given from the Washington tréas- 
ury to finance stocks, and in the hope that the Canadian new crop 
prospects had been too optimistically estimated. 

Both from Montreal and the northern range very low freights 
were accepted and coal freights from the States declined in sympa- 
thy; timber moved slowly and Cuban sugar freights were also lower. 
Although the index figure for the South American group declined 
on the month, the Plate was the best market for owners throughout 


June. 
Outward coal freights to the Argentine and Brazil hardened 


slightly and a steady volume of tonnage for the homeward voyage 
was absorbed each week, with a firm tone in quotations at the end 
of the month both for spot and future loading. From Chilie, however, 
nitrate freights weakened, and in the east heavy falls occurred 
both from India and the rice ports to Europe. 


TEXAS PORT DATA 


The board of engineers for rivers and harbors has issued 
a revision of the report on the port of Texas City, together 
with data on the port of Corpus Christi, Tex., constituting Part 
3 of Port Series No. 6, prepared by the board in cooperation 
with the bureau of operations, Shipping Board. This report, 
which is one of a series on the principal ports of the United 
States, has been prepared to meet the needs of the War De- 
partment and the Shipping Board in the development of har- 
bors, to encourage the betterment of port facilities, with a view 
to the promotion of water transportation, and to assist commer- 
cial and shipping interests in the expansion of American trade. 

The report contains information regarding port and harbor 
conditions, port customs and regulations, services and charges; 
fuel and supplies; facilities available for service to commerce 
and shipping, including piers, wharves, ship repair plants, coal 
and oil bunkering facilities, grain elevators, storage warehouses, 
bulk freight accommodation, floating equipment, and wrecking 
and salvage equipment; railroad and steamship lines, and their 
charges and practices in connection with terminal service. 

Texas City, situated on the west side of Galveston Bay 
about 74% miles northwest of the city of Galveston, is an im- 
portant port for certain classes of trade, particularly petroleum 
products, sulphur, grain and sugar. The trade of the port has 
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increased from 263,280 tons in 1917 to 3,751,012 tong ip 19 
1927 having been the peak year, with a total of 4,675 619 t 
Excellent facilities have been provided for the economical me 
age and handling of commodities, and there is every indicatin 
that the traffic through this port will continue to develop ’ 
The port of Corpus Christi came into being as a port ; 
general foreign and domestic trade with the completion of a 
federal project in July, 1926. It has had a remarkable develop 
ment since the completion and opening of its terminals in res 
tember, 1926. The commerce has increased from 54,94 ta 
in 1926 to 3,554,873 tons in 1928, including petroleum produ, 
handled in the lower end of the 20-mile channel leagip 7 
Corpus Christi. The principal commodities handled in 199 we 
crude oil, gasoline, raw cotton, cottonseed cake and lead, . 


LAPHAM AND PANAMA CANAL 


The world-wide changes in trade and trade routes whic 
the Panama Canal has effected and the great aid this waterway 
has been to the American merchant marine and America’s ( 
mestic and foreign commerce are set forth by President Roger 
D. Lapham, of the American-Hawaiian Steamship Company. jj 
an article in the July issue of Current History Magazine, ' 

He calls the canal “one of the most majestic and inspiring 
works ever achieved by man,” pointing out, however, that, be 
cause it was opened during the World War, the public gaye ; 
no attention until it had been operating so long as to be x. 
cepted as commonplace. Nevertheless, “future generations,” }y 
predicts, “will regard its opening as significant as that of the 
first transcontinental railroad.” 

Though not minimizing its importance from the point ¢ 
view of national defense, Mr. Lapham holds that its great valy 
lies in its aid to commerce, declaring that, though seventy yean 
ago this country shared honors with Great Britain as mistress 
of the sea, “today, except for our intercoastal shipping, whic 
depends entirely upon the canal, we would hold no more tha 
fourth or fifth place. But for the Panama Canal the America 
merchant marine would have been well-nigh driven from the 
seas.” 

The canal’s effect on railroad rates is summed up in th 
assertion that, for any losses the railroads may have sustained, 
they have been “ultimately compensated by new revenues ¢ 
rived from the increased business which the canal produced- 
new business manufacturers were able to gain because the cana 
gave them entry to new world markets.” 

Savings in transportation costs effected by the canal in 
the last fiscal year amounted to approximately $184,000,000, he 
Says, and asserts that, “on the same basis of computation, it 
appears that during the 12 years of its regular operation th 
Panama Canal has saved the American people at least $1,00i, 
000,000—practically two and one-half times its entire cost.” 


PANAMA CANAL 1929 BUSINESS 


The fiscal year 1929, which ended on June 30, brought the 
greatest revenue collection ever made by the Panama Canil 
according to a summary of the year’s business made public by 
the canal organization. The number of transits was 6,413 aul 
the toll collections $27,127,376.91. 

Tolls collected exceeded the previous high mark for a year! 
tolls collections (fiscal year 1928 with $26,944,499.77) by almost 
$183,000. The number of commercial transits for 1929 fell shor 
by 43 of the previous record of 6,456 established in the fiscal 
year 1928. In addition to the new high record for a year's toll 
collection, new high figures for tons of cargo and ship tonnage 
were established in the year, although the exact figures wil 
not be known until later. 

The daily average number of commercial transits in 19% 
was 17.57, as compared with 17.63 for the fiscal year 1928. Ti 
daily average tolls collection amounted to $74,321.58, a8 col 
pared with $73,618.85 for the previous fiscal year. 

In June, 1929, 503 commercial vessels and 10 small Jaunches 
transited the canal. Tolls on the commercial vessels ag 
gated $2,127,805.97, and on the launches $45.87, or a total toll 
collection of $2,127,851.84. 

The daily average number of transits of commercial vessel 
for the month was 16.76, and the daily average tolls collectio 
$70,926.87. The average amount of tolls paid by each of the 
commercial! transits was $4,230.23, as compared with $438" 
for the month of May, 1929. 

Traffic for the past month was the lightest since Septem’ 
1928, when 487 vessels transited. 


HENNEPIN CANAL PROSPECTS 


Extensive use of the Hennepin Canal in Illinois by barges 
is predicted by Representative W. E. Hull, of Illinois, who a 
discussed the question of barge transportation on the cana “ 
Major General Ashburn, of the Inland Waterways Corporati 
He said the latter agreed that the canal was feasible for tra 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 
Between the Gulf of Mexico 
and Pacific Coast Ports 





Direct Service to Los Angeles Harbor and San Francisco, with Prompt, 
Dependable and Safe transshipment on through bills of lading to North 
Pacific Coast Terminal Ports without additional costs. 





NEW YORK CHICAGO ST. LOUIS 
H. E. Devoy Ray F. Thompson H. W. Hoffman 
7-11 Water Street 2118, 105 W. Adams St. 1956 Railway Exchange 





“Class A” 


Redwood Line steamers carry Class A insurance rating. 
Redwood Line gives you Class A service. 


Class A has two meanings: 


As to insurance it means the lowest rate. 
As to service it means the highest type. 


“Route Redwood Line” 








NEW ORLEANS BIRMINGHAM MOBILE 
Albert H. Start H. B. Rox Wm. Gorman 
1415 New Orleans Bank Bldg. 201 Brokers Bldg. 206 State Office Bldg. 
SAN FRANCISCO LOS ANGELES 
L. B. Fitch, Western Traffic Mgr. E. M. Cantelow 
1 Drumm Street 704 So. Spring Street 
REDWOOD LINE, Inc. 
THEODORE BRENT E. A. RATELLE C. D. ARNOLD 
Pres. Asst. to Pres. Asst. Traffic Mgr. 





General and Local Offices Located: 
1421 New Orleans Bank Building - - - - - - - ~- 226 Carondelet Street 
NEW ORLEANS 
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portation at the present time. The canal is 75 miles long and 
connects the Illinois and Mississippi rivers. It extends from a 
point near Bureau Junction on the Illinois River to Rock Island 
on the Mississippi River. There are 32 locks in the main canal. 
The object of the canal is to furnish, in conjunction with the 
Illinois and Michigan Canal, the Chicago Sanitary Canal and 
the Chicago Fiver, a through waterway from Chicago to the 
Mississippi River. 

In the annual report of the chief of engineers of the U. S. 
army for the fiscal year ended June 30, 1928, it is stated that 
the commerce “is not commensurate with the cost of the canal 
and its operation, but it is hoped that when the Illinois water- 
way now under construction by the state of Illinois is com- 
pleted, there will be considerable traffic from Chicago and Lake 
Michigan through to the Mississippi River at Rock Island and 
Davenport.” 

This report states that in the fiscal year 1928 the cost of 
operating the canal was $206,830.23, and that the cost for oper- 
ating and care of the canal to June 30, 1928, was $2,934,388.70. 
The total expenditures under the existing project for construc- 
tion of the canal were $7,547,278.04, according to the report. 

In 1927, according to the report, 14,513 tons of freight of a 
value of $145,539 moved over the canal, while the number of 
passengers transported was 12,954. 
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AIR-RAIL TRANSPORT 


Simplifying air-rail travel by the use of a single ticket ;, 
the combination ride, the Illinois Central and the Sout ‘ 
Fast Express, Inc., of Tulsa, Okla., will make effective, 
a through routing via St. Louis that will save many hoy; , 
trips from Chicago and vicinity to Springfield, Mo., . 
Oklahoma City, Okla., Wichita Falls, Sweetwater, 
and Dallas, Tex., and connecting points. 

Arrangements are being completed by which the travele 
will purchase his single ticket prior to leaving Chicago at 4).:: 
p. m. via the Illinois Central, transfer to Lambert Field at & 
Louis in the airplane company’s aero-car the next morning qj; 
reach Springfield by airplane at 10:35 a. m., Tulsa at 12:95 D ~ 
Oklahoma City at 1:55 p. m., Wichita Falls at 3:20 p. m. py, 
Worth at 4:10 p. m., Dallas at 4:30 p. m. and Sweetwater , 


hwest Ai, 
August | 


Fort Worth 


By extension of this routing with connecting rail anq 4; 
lines, it will be possible to reach Los Angeles in forty-two hours 
and Mexico City in fifty hours after leaving Chicago, 


The Southwest Air Fast Express, Inc., operates nine j 
motored all-metal Ford cabin monoplanes in its scheduled ¢aijj 
services between St. Louis, Kansas City and the southwee 
Each plane has space for fourteen passengers and their by 
gage, in addition to the pilot and the assistant pilot. 

The air transport company’s passenger rate is 10 cents , 
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New Train, Chicago to Omaha 


A new train between Chicago aj 
Omaha was placed in operation on the \ij 
waukee road July 26. It replaces the equip 
ment on the “Arrow” and will be operate 
on a fast over-night schedule. A unit ¢ 
the new train was on public exhibition Juy 
23 at the Union Station, Chicago. 

The new cars are ultra-modern in ever 
respect and represent the latest in the ca 
builders’ art, according to W. B. Dixu 
general passenger agent of the Milwaukee 
road. All of the cars are built with roll 
bearings similar to the type used on aie 
mobiles, enabling a train to be started wit 
one-eighth of the tractive effort require 
in starting trains equipped with frictiw 
bearings, according to Mr. Dixon. Limo 
sine observation cars, of a new type aul 
equipped with radio and phonograph, ar 
carried. A new decorative scheme is 1s 
throughout the interior of the sleeping cals 
Dining cars have electrical refrigeratil 
and other innovations. 

The interior arrangement and design « 
the train is distinctly in contrast to at 
cently printed comment of the New Yor 
columnist, O. O. McIntyre, to the effect thi 
the only thing new in passenger trains ! 
the last ten years was the slot for rau 
blades in the men’s wash room. In ait 
tion to the taste and luxury represented ! 
furnishings and decorations, the new 
are much less cramped and more comllr 
dious than one is generally familiar Wl! 
wash rooms are larger and, through care 
design, space is generally expanded. Net 
type lighting fixtures, coil spring mattress” 
ment—every detail suggests an_ inteus'* 
application of up-to-date hotel or collll 
club conveniences. 

Some innovations presented by ™ 
limousine observation car, featured by ™ 
company, are a buffet kitchen for lig 
luncheons and refreshments, telephone **" 
Ice at terminals and, at the back, a2 ope 
air veranda or sun parlor, the large 
dows of which are raised and lowertl ” 
a rotary lifter as in automobiles. ** 
screens can be raised or lowered like * 
shade. A library is provided and card no0s 
valet service and other details continue" 
suggest that rail passenger transporta™ 
is taking on a new character. 
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SOUTHERN SERVES THE 





A train comes in 


BELL in the distance, swelling 

note by note. Around the bend 
a green locomotive smoothly rolls... 
the air brakes sigh... porters emerge 
with steps and luggage. 


A cross section of American life: 
A banker hurrying to an important 
meeting—a merchant returning from 
a buying trip—a farmer and his fam- 
ily come to town for a day’s shopping 
—away they scatter... while the 
train goes on. 


On board, the train crew; along the 


line, dispatchers, telegraph operators, 
section men; inspectors, mechanics 
and office forces—an organization of 
60,000 capable employes who togeth- 
er with modern equipment justify 
your confidence that you will be car- 
ried swiftly, comfortably and safely 
to your destination. 


e fF 
A daily occurrence, a commonplace 
occurrence,—but the pulse of the 


South beats time to the rhythm of 
these arrivals. 


Address inquiries regarding Southern Railway System Service to 


E. R. OL 


From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
phis ... to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans . . . the Southern 
Serves the South. 


IVER 


Vice-President in Charge of Traffic 
Washington, D. C 






SOUTH 
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mile, with free allowance of twenty-five pounds of baggage. 
Additional baggage may be carried at express rates, or it and 
trunks may be checked through to destination via train. A 
seat in the plane will be reserved for each passenger when the 
single ticket required for the through ride is purchased. Chil- 
dren less than 2 years old will be carried free. 


GROWTH OF AIR TRANSPORT 


Air mail and passenger planes are now flying 88,009 miles 
a day, according to the American Air Transport Association, 
which has issued a consolidated timetable of existing passenger 
services. This is contrasted with a total of 40,061 miles flown 
daily over scheduled routes as of January 15. Planes carrying 
both air mail and passengers and those carrying passengers 
only account for the greatest amount of daily mileage, 61,025. 
Planes of this class are operating on 179 different daily schedules 
and 151 different communities are listed as stops on the routes. 

Forty states, Mexico, Canada, Cuba, Costa Rica and Central 
and South America are being served by the thirty-five lines 
operating air mail and passenger craft. Of the twenty-three 
lines holding contracts with the government for the carrying 
of mail, all but four are also engaged in passenger carrying 
operations. 

In its forecast of new operations to start in the fall, the 
association announces that multi-motored planes carrying four- 
teen or more passengers will be added to the New York-Atlanta- 
Miami air mail route, and that this service will be started in time 
to care for the Florida winter tourist season. Another line be- 
tween these points, an all-water route with 32-passenger flying 
boats, will be started if these planes, now being built abroad, 
are completed in time for the winter trade. In summer the 
planes will be flown to the Great Lakes and used on a new line 
to open between Detroit, Cleveland and Buffalo. 

The one important vacant space in the airway map, the 
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stretch of mountains between Cleveland and New York, wiy 

filled by a passenger line running between these two Doints be 
intended to complete the link of operations which wij - 
thirty-eight-hour passenger service between the coasts, the Am 
nouncement states. This line will fly passengers at night. 
heretofore unaccomplished feat, except for the Successfy] toa 
runs now being conducted between San Francisco and §alt Lake 
City, on which the decision to start night passenger Operation: 
was based. au 


BREMEN SETS TRANSATLANTIC RECORD 


At 4:06 p. m., July 22, the new North German Lloyd |in., 
Bremen, anchored at New York, after crossing the north Ati, 
tic in 4 days 17 hours and 42 minutes, thus bettering the regg,; 
of the Mauretania by 8 hours and 52 minutes (see Traffic Wor 
July 20, p. 166). The Bremen made 713 miles on the last gj; 
of sailing. At one o’clock the airplane carried by the Breme, 
was successfully launched, landing 44 minutes later, with g; 
sacks of mail. ’ 


POSTAL CONGRESS ACTION 


The Universal Postal Congress at its recent meeting in Lm 
don, England, placed itself on record in favor of admitting t, 
international letter mails packages of merchandise, not exces. 
ing two pounds in weight, at a rate of one and one-half cents 
an ounce, according to Eugene R. White, superintendent of th 
division of international postal service of the Post Office Depar: 
ment, who attended the meeting as a delegate from the Unite 
States. 

Most of the member nations of the Universal Postal Unio 
will adopt the recommendation as an important addition tp 
the postal service of particular value to the exporter, accor 
ing to Mr. White. 








LD time telegraph key pounders on the Pennsylvania 
() Railroad whose duties formerly consisted mainly of 

keeping track of dots and dashes now find themselves 
in the role of weather forecasters for the coast-to-coast 
air-rail service in connection with Transcontinental Air 
Transport. 


Railroad operators at various points on the Columbus, 
Cincinnati, Indianapolis and St. Louis Divisions have just 
completed courses in meteorology and are now making daily’ 
weather forecasts for the benefit of the TAT planes flying 
over their territory. 


The observers make reports three times daily on local 
weather conditions, reporting their observations to the 
meteorological service of TAT. It is this department of 
the transcontinental air-rail service that keeps the pilots 
informed by station reports and by radio of weather con- 
ditions ahead. 

Reports on the western region are sent in from Lima, 
Dayton, Cincinnati, and South Charleston, O.; Ft. Wayne, 
Richmond, Knightstown, Scottsburg, Vincennes, Almeda and 
Terre Haute, Ind., and Hervey City, Altamont, and Green- 
ville, Ill. 

The reports from the three Illinois towns are wired 
to GM telegraph office of the railroad at St. Louis, where 
they are turned over to the Western Union and teletyped 
to the TAT flying field. 

The Indiana points, with the exception of Richmond 
and Knightstown, wire their reports to GY telegraph 
office at Indianapolis. In turn, they are sent by tele- 
type to the TAT flying field at Indianapolis. The Ohio 
points relay their information to DK office at Columbus, 
from where it is immediately forwarded to the field, Port 
Columbus. 

The telegraph operators who make these reports not only 
must know how to read the thermometer without exaggerat- 
ing, but must be able to judge wind velocity, estimate ver- 
tical visibility up to the cloud “ceiling” and horizontal dis- 
tances on the ground. They have to know how to tell a 
cumulus from a circus cloud and what each portends in 
the way of weather conditions. TAT meteorologists have 
just completed several weeks of instruction for the operators 
who are acting as Pennsylvania observers for the TAT. 
In addition to the railroad observers, the TAT has its own 
weather observers distributed all along the line of the 
transcontinental air-rail route from Columbus, Ohio, to 
Los Angeles. 


T. A. JONES, TELEGRAPH OPERATOR AT VINCENNES, 


,48 nour 


Ss _& 
en a 








IND» 


READING THE BAROGRAPH 











NEV 
CHI 


XLIV, No ; 
No: 


ork, will jy 
0 Doints ani 
ch will: giy. 
asts, the a, 
at night, ; 
CCessful toy 
1d Salt Lay. 
T OPeration; 


IRD 

Lloyd line, 
north Atlap. 
& the recor 
raffic Worl 
the last day 
the Bremer 
er, with six 


sting in Lop. 
admitting ty 
not exceei. 
e-half cents 
ident of the 
ffice Depart 
| the United 


-ostal Union 
addition to 
rter, accord. 


july 27, 1929 


NEW YORK 
CHICAGO 
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A superb train on 
which the niceties of 
dining service are a 
carefully studied art 


“(he 
ERIE LIMITED 


At each meal time on the Erie 
Limited you stroll into a dining car 
of matchless beauty where cour- 
teous, white-clad waiters are ready 
to serve you. 

Only the freshest foods, pre- 
pared in a manner to tempt the 
daintiest appetite are served. 
There are meals a la carte, com- 
binations and grill plates. Here 
the dining standards are those of a 
fine metropolitan hotel. ‘Nothing 
is neglected, nothing omitted ex- 
cepting the large check. As you 
leave the diner you realize you have 
fared well at very moderate cost. 


Condensed Schedule of The Erie Limited: 


Westbound mt, 
Lv. New York (Jersey City Station) 9.10 AM EST 
Lv. Binghamton 2.35 PM EST 
Lv. Elmira 3.58 PM EST 


Ar. Buffalo 7.35 PM-EST 


Lv. —— 
Lv. Youngstown 
Lv. Warren 
Lv. Akron 
. Chicago (Dearborn Station)... 


Eastbound 

Lv. Chicago (Dearborn Station)... 5.35 PM CST 
Lv. Ak 3 
Lv 
Lv. Youngstown 
Lv. Jamestown 
Lv. Buffalo. 
Lv. Elmira 12.26 PM EST 
Lv. Binghamton 1.46 PM EST 
Ar. New York (Jersey City Station) 7.10 PMEST 
*Sleeper open for occupancy at Youngstown at 9:30 PM. 
**Sleeper open for occupancy at Broadway and Ex- 

change Streéts, Akron, at 9:50 PM. 
7Sleeper.may be occupied at Youngstown until 8:00 AM. 
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THROUGH CARS 
NEW YORK 
AND BUFFALO 


Erie Dining Cars are stocked daily with the 
freshest and finest foods the market affords. 


Erie Dining Car Service is always a delight 
alike to the palate and the pocketbook... . . 


SRiE RATE ROAD 


S YS TEM 
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RAILWAY BUSINESS WOMEN 


IGHT years ago, when the consolidated ticket offices, rep- 

resentative of all the railroads serving that city, were dis- 
continued in Minneapolis, after the war, young women who had 
been employed gathered at a farewell dinner, and that event 
laid the cornerstone in the United States for railway business 
women’s associations. 

Today there are in this country similar organizations with 
which are affiliated women railway employes in some of the 
largest cities, including Chicago, Cleveland, Buffalo, Boston, 
Cincinnati, and Rochester, N. Y. Hundreds of women now are 
enjoying the social, educational and recreational advantages 
that accrue to members of railway business women’s associa- 
tions. The objects and purposes of these organizations were a 
natural outcome of association, according to Gertrude Wallraff, 
of the Northern Pacific Railway, St. Paul, who is president of 
the Railway Business Women’s 
Association of the Twin Cities. 

The impromptu farewell 
dinner party at Minneapolis, 
which was the initiatory step 
for farreaching organization, 
gave pattern to other cities 
when the participants agreed 
to meet thereafter once each 
month. At each successive 
meeting, decision was made 
to have each attendant bring 
a guest who was also a rail- 
road girl. These parties be- 
came more and more popular, 
with more young women rail- 
way employes eager to attend. 
Today, the Railway Business 
Women’s Association of the 
Twin Cities is a social organ- 
ization with a membership of 
600 women actively engaged in 
railroad and_ transportation 
work in St. Paul and Minneap- 
olis. Seven divisions of girls, 
representing railroads and 
steamship lines, thus are 
banded together under the 
leadership of Miss Wallraff, 
who was elected to the presi- 
dency at an annual election 
dinner at Minneapolis, July 2, 
ushering in the ninth year of 
this club’s existence. Other officers are Vivian Cameron,y 
Chicago, St. Paul, Minneapolis and Omaha, St. Paul, first: vice- 
president; Beatrice Mooney, Great Northern, Minneapolis, 
second vice-president; Katheryn Swick, Minneapolis and St. 
Louis, Minneapolis, corresponding secretary; Myrtle Lundquist, 
Soo Line, Minneapolis, treasurer; and Ava Gibbs, Chicago Great 
Western, St. Paul, publicity secretary. 

Classes in business English, etiquette, parliamentary law, 
investments, bridge, dancing, singing, and others are conducted 
with large attendance. Weekly lectures on topics of géneral 
interest, including current events, world politics, book reviews, 
and dramatic readings have met with favor. Both St. Paul 
and Minneapolis branches of the association have large, active 
bowling leagues, the winners in the two cities playing off each 
spring for the inter-city championship. 

A feature of the club is an educational fund, a memorial 
to a former president, Emma Reddell, now dead, which is used 
to further the education of some enterprising girl in a business 
career. 





GERTRUDE WALLRAFF 





Doings of the Traffic Clubs 





The Sheboygan Traffic Club will hold its annual picnic at 
Shooting Park August 22. 





The Traffic Club of New York will hold a mid-summer din- 
ner-dance in its club rooms at the Park Central Hotel July 27. 





The Traffic Club of Kansas City will hold its second golf 
tournament of the season at the St. Andrews Golf Club August 2. 





The milling and grain division of the Traffic Club of Min- 
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neapolis held a meeting July 26. The next meeting Will be 
August 2. 





The Cincinnati Traffic Club will hold its sixth annua] Outi 
at the Pines Country Club and its fourth annual golf tournamen 
at the Western Hills Country Club July 30. The outing Drogran 
includes a ball game, track events, a chicken dinner in the = 
ning, music and other entertainment. A large number of Dries 
have been donated for the events. 





James B. Taylor, the new president of the Oakland Traffic 
Club, was born in Baraboo, Wisconsin. Having finisheg high 
school, he went west and took a position as timekeeper On a 
construction outfit that 
moved over the Union Pa- 
cific system. After two years 
of this work he went into 
local station work at Green 
River, Wyoming. The D. & 
R. G. Railroad offered him 
a position in the passenger 
department at Salt Lake, 
which he accepted. From 
this position he went to the 
Southern Pacific local station 
in Los Angeles. Later he 
was transferred to the office 
of the auditor of freight ac- 
counts of the same line in 
San Francisco. But the sta- 
tion work appealed to him, so 
he returned to that work as 
chief clerk at Richmond, Calif. 
Shortly thereafter he was 
made an agent and handled 
several stations on the 
Southern Pacific. In 1917 he 
became traffic manager for 
Peet Brothers, manufacturers 
of soaps, which position he 
held for nearly four years. During this time he had charge of 
a great deal of importing and exporting. This work was inter. 
esting, so he got a position with the Luckenbach Steamship 
Company as office manager at Oakland, Calif. In 1922 he be 
came manager of the Lawrence Terminal Steamship Docks and 
when the port of Oakland took over these facilities in 1928 he 
was made superintendent of Grove and Market Street piers. 
He is in this position at present. He is married and has on 
daughter, is a member of the Athens Athletic Club, a Knights 
Templar and a Shriner. 








Personal Notes 





Martin L. Pieper now has charge of the traffic departmet! 
of the Springfield, Ill., Chamber of Commerce. 

J. B. Carpenter has been appointed traveling freight agent 
Gulf, Mobile & Northern, at St. Louis. 

J. R. Barse has been elected vice-president and general 
counsel, Chicago & Western Indiana Railroad and the Belt Rail 
way Company of Chicago. ; 

Wayne B. Wallace has been appointed soliciting freigit 
agent, Atlantic Coast Line, at Philadelphia. 

Frank J. Wall has been appointed assistant to vice-pres! 
dent, New England Steamship Company and Hartford & Nev 
York Transportation Company, with headquarters at New York 

W. E. M. Schloeman has been appointed district freight atl 
passenger agent, Union Pacific, at Aberdeen, Wash., succeeding 
F. E. Studebaker, who died. 


E. A. Cordell has been appointed commercial agent, [lino 
Terminal Railroad, at Chicago, succeeding E. C. Foster, resigned. 
J. P. Kelly has been appointed commercial agent at St. Lov’, 
succeeding Mr. Cordell. 

James Horsburgh, retired general passenger agent, Souther 
Pacific, died at his home in Palo Alto, Calif., July 21. 

L. D. Chaffee has been appointed general freight agetl, 
Mississippi-Warrior Service, at New Orleans. 

Robert C. Ross, formerly general traffic manager, Joseph 1: 
Ryerson & Son, Inc., Chicago, has been appointed assistant 
the president in charge of traffic and service departments # 
plant operations. He has been president of the Chicago ul 
Club, the Chicago Shippers’ Conference Association, the Natio 
Freight Traffic Golf Association, and was for five years selé 
chairman of the Mid-West Shippers’ Advisory Board. In 
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period of federal control of the railroads he was public repre- 
sentative on the Chicago terminal committee appointed by the 
Commission. 

Three vacancies in the executive committee, American Rail- 
way Association, have been filled by the unanimous vote of the 
board of directors as follows: J. E. Gorman, president, Chicago, 
Rock Island & Pacific, representing the traffic division, succeed- 
ing Mr. Markham, resigned; W. R. Cole, president, Louisville & 
Nashville, representing the purchases and stores division, suc- 
ceeding Mr. Besler, resigned; J. J. Bernet, president, Chesapeake 
& Ohio, Pere Marquette, and Hocking Valley, who has been 
chairman of the transportation division of the association, and 
has taken an active interest in this work for the last twenty 
years, elected, ex-officio, a member of the board of directors 
and of the executive committee, representing the transportation 
division. 





The fact “there is always something fascinating about the 
jobs brothers have” is credited by Jay E. Peck, traffic manager, 
The Emporium, retail dry goods store at San Francisco, recently 
elected president of the Western Traffic Conference, for his 
entrance into traffic work. 
He was born at Amherst, 
Neb., where he attended 
the grammar schools, and 
later was graduated from 
the State Normal School 
at Kearney, Neb. Follow- 
ing his graduation, he 
was engaged in a variety 
of commercial enterprises, 
all this time casting an 
aspiring eye at his older 
brother, who held a posi- 
tion in the traffic depart- 
ment of the Chicago and 
Alton. The yearning 
stirred by the example 
found expression in prod- 
igal uses of midnight oil, 
so the story goes, and he 
found his first traffic 
opportunity in handling 
sugar shipments from the 
plants of the Great 
Western Sugar Company 
at Scottsbluff and Gering, 
Neb., for the Western 
Weighing and Inspection 
Bureau. Later he went 
to Denver, Colo., as traffic 
manager for the Joslin 
Dry Goods Company. After 
seven years in that posi- 
tion, he resigned it to become traffic manager for the Emporium, 
where he is at the head of a department with more than 160 
employes. He is also president of the Central California Traffic 
Association, is a member of the classification committee of the 
National Retail Dry Goods Association, and a member of the 
Transportation Club of San Francisco and the Pacific Traffic 
Association. The Western Traffic Conference is an association 
of more than 250 retail stores on the Pacific Coast. Its activities 
include group control of routing for its members. All steamer 
merchandise is consolidated and shipped under association 
marks, and rate adjustments and service complaints of the 
members are handled with the carriers through the medium of 
the association. 








General Traffic Manager W. H. DeWitt, Jr., of the Western 
Electric Company, announces the appointment of R. C. Colton 
as Point Breeze traffic agent, at the new plant being erected 
at Baltimore, September 1. The division traffic agency at At- 
lanta will be discontinued September 1 and the traffic work 
formerly handled by Division Traffic Agent Hanknis will be taken 
over by Division Traffic Agent Crotty, at New York. 

T. C. Taylor, assistant traffic manager, International Cement 
Corporation, at New York, has resigned to become traffic man- 
ager of the Republic Portland Cement Company, at San Antonio, 
Tex. Prior to his connection, six years ago, with the Texas 
Portland Cement Company at Dallas, he was for several years 
in responsible positions with Texas railroads. 

At a recent meeting of the stockholders of the Indiana 
Northern Railway the following directors were elected to serve 
until April, 19830: W. A. Weed, T. A. Freeman, R. C. Rolfing, 
L. G. Couter and H. F. Shider. The following officers were 
elected: President, W. A. Weed; secretary-treasurer, T. A. 
Freeman; vice-president and traffic manager, R. C. Rolfing; vice- 
president, H. F. Shider, and assistant secretary, L. G. Couter. 
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a 
Questions and Answers 


N this column will be answered questions of both legal and Practical 
I nature that confront persons dealing with traffic. A specialist on etc 

state commerce law, who is a member of our legal department “an 
his opinion in answer to any simple question relating to the law of ime 
transportation of freight.. A traffic man of long experience and wide io 
edge will answer questions relating to practical traffic problems. We rs wi 
desire to take the place of the traffic man but to help him in his .wor, _ 

The right is reserved to refuse to answer in this column any questi 

legal or traffic, that it may appear to us unwise to answer or that involves” 
situation too complex for the kind of investigation herein contemplated I 
more comprehensive answer to a question is desired than is thought proper fos 
this column, the department will answer it by letter for a reasonable charge 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. ¢, 


aaa a at hh ea 


Company Material—Rates, Rules and Regulations 


Alabama.—Question: Your answer to “Michigan,” page 4 
The Traffic World of January 7, 1928, is causing difficulty wit, 
some of the railroads and, in my opinion, it is erroneous, (ep. 
erally, in the south there are reciprocal switching rates ¢oye). 
ing switching service preceding or following carload shipments 
handled in road-haul service; also intra-terminal switching 
charges. Where it is necessary to use the switching servic 
of another line on shipments sold to some other carrier, the 
switching line usually charges its reciprocal rate, provided ship. 
ments are to be handled beyond the point where the switching 
service is performed, even though the property is sold to the 
purchasing carrier ,f. o. b. its rails and deadheaded by it from 
the f. o. b. point to the place of unloading. 

Intra-terminal rates are generally limited to intrastate trafic 
and the carriers in the majority of instances could not apply 
them. The Commission held in Hyman-Michaels Co. vs. §S. AL, 
152 I. C. C. 345, that company material crossing a state line 
is interstate in character even though the revenue movement 
be entirely within one state. 

Answer: Our answer was based upon decisions which hai 
been rendered up to that time. The Hyman-Michaels case was 
decided in March, 1929. In our opinion, however, this decision 
conflicts directly with Valley & Siletz R. R. Co. vs. S. P, 3 
I. C. C. 397; Rodman & Bush Pig Iron Co. vs. C. & P. Ry. Co, 
49 I. C. C. 338; and West Virginia Rail Company vs. P. C. C. 
& St. L., 59 I. C. C. 241. The essential facts in the Valley é 
Siletz case were parallel with those in the Hyman-Michaels case, 
including the continuing intention, the deadhead portion of 
the haul, the inception of relationship of shipper and carrie, 
the known destination of the shipments at time of forwarding, 
shipping agent at point of delivery to vendee company, and tle 
character of the commerce. In the Valley & Siletz case tle 
Commission said: 

In Meeker & Co. vs. L. V. R. R., 236 U. S, 412, and in Mills 's 
L. V. R. R., 238 U. S. 477, the Supreme Court in considering what find 
ings of fact must be made to sustain an award of reparation specified 
among the necessary findings ‘‘the relation of the parties as shippe 
and carrier in interstate commerce.’’ No such finding can be made it 
this case. The relation of shipper and carrier did not arise and could 
not arise until the rails were delivered by the vendor railroad to the 
dealers at Portland . because until then the complainants 4 
shippers had nothing to ship. Neither the dealers nor the complain- 
ants had any interest in or control over the rails during their move 
ment from Auburn to Portland’ (deadhead). In the West Virgina 
Rail Co. case, supra, the Commission said: 

The rails were bought under contracts of sale which specified de- 
livery to be f. o. b. (Pittsburgh) * * * In shipping the rails the 
bills of lading specified the points at which the rails were stored ip 
stead of Pittsburgh as the point of origin. These bills of lading wet 
made out by superintendents of the Pennsylvania, who showed them 
selves as shippers. * * * It does not appear that that carrier e- 
ceived a revenue on any of these shipments. In any event it was the 
intention that the movement from storage points to Pittsburgh bie 
to be a’non-revenue haul and that, as far as complainant is concernet 
the transportation should begin at Pittsburgh. 


Apparently had there been a proportional rate from Pitts 
burgh to destination via the commercial line it would not ha’ 
been applied, because transportation under the interstate col 
merce act did not begin back of Pittsburgh. There can be be 
“shipment” under the act without the relation of the part 
as shipper and carrier. A deadhead haul is not a “shipmelt 

A reciprocal switching rate has none but a proportional ay 
plication. Proportional rates are parts of through commerc 


- rates or they are nothing. They can perforce have n0 appli 


cation in conjunction with deadhead movements, where the be 
ance of the commercial rate is not used. “By reciprocal swt? 
ing ‘is meant switching to or from a connection with anothe! 
carrier where that other carrier has a line haul.” Roches? 
Switching Case, 95 I. C. C. 30 (33). 

Goods moved from one state to another under a con - 
intention to make a through movement of them, are rightly — 
to be in interstate commerce, whether moving by truck, donke! 
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or wheelbarrow, but Congress has not regulated that kind of 
interstate commerce and tariffs have no application thereto. 
In so far as the interstate commerce act and tariffs are con- 
cerned, the continuity of such a movement cannot exist, for 
the goods must come to rest at the point where relation be- 
tween the parties as shipper and carrier sets in. No bill of 
lading can have its inception back of that point. If a shipment 
moving deadhead via the L. & N. from a point on its line to 
River Junction can move under a through commercial bill of 
lading, as the Commission has held in the Hyman-Michaels 
case, a farmer can issue himself a similar bill of lading at his 
cow-barn in Alabama and if the S. A. L. would accept through 
billing his shipment of butter would %e a continuous through 
shipment from cow-barn in Alabama to Brooksville, Florida. A 
bill of lading covering a deadhead shipment is no more than 
a dummy memorandum and contains no element of a contract 
of affreightment whatever. No man can contract with himself; 
neither can the L. & N. Railroad, the Commission’s decision to 
the contrary notwithstanding. 


Company Material—Rates, Rules and Regulations 


Alabama.—Question: Your answer to “Illinois,” page 1340, 
The Traffic World of June 1, 1929, is causing difficulties with 
some of the railroads. Of my own knowledge, your ruling is 
contrary to the practices of nearly all the carriers. It is noted 
that in your opinion where a shipper pays the freight he must 
pay the full tariff rate to the point at which he will divest him- 
self of title to the property. You cite the Beekman, also the 
Wright Tie Company cases. You are correct as to the former, 
but that was decided before the Commission’s decision in the 
Company Material case, 22, I. C. C. 489. The Wright Tie Com- 
pany case does not support your opinion. On the contrary, what 
you have said conflicts therewith. Complainants lost their case 
because shipments were sold to the purchasing carrier f. o. b. 
Louisville and were routed via that junction, while the joint 
rate applied only via Cairo. Only lawful charge to Louisville, 
therefore, was the local rate published thereto. It was shown, 
too, that where shipments were sold under contract calling for 
delivery f. o. b. Louisville, shippers located on the M. & O. could 
settle with the vendee railroad on basis of divisions of the joint 
rates accruing to lines south of Louisville, which divisions were 
lower than the locals. The reason, of course, was that the M. 
& O. rates applied--via Louisville, while the I. C. rates used 
by complainants did not. 

In the company material case it was held that consignors 
other than railroads could take advantage of divisions on prop- 
erty sold to common carriers, and, in fact, the Commission 
expressed the view that it would be bttter for shippers to 
follow that plan in selling to railroads. 


Answer: “Illinois” proposed having the purchasing carrier 
first pay the freight charges from origin to destination which 
would include that portion which he as seller was obliged under 
his contract to bear himself. He proposes to reimburse the 
purchasing road by an appropriate allowance from the invoice. 
This would result in the purchasing carrier’s placing him in its 
shoes as a carrier in order that the joint rate might be applied 
and be divided with him on regular divisions. He would thus 
get his goods hauled to C at a division of a rate instead of the 
full local. All of this transaction would be independent of the 
sales contract. It would be a different kind of situation from 
that suggested by the Commission in the Company Material case 
(P. 440): 


Firms and individuals have an undoubted right to enter into con- 
tracts of purchase and sale under which the consignor pays an agreed 
portion of the transportation charges and the purchaser or consignee 
poate d -_ of those charges. <A carrier as a shipper has the 
same right. 


This statement does not countenance evasion of full tariff 
rates by vendor and vendee nor the substitution of a division 
of a rate in lieu of the full local. It indicates there is no objec- 
tion to a stipulation in a sales contract as to the proportions 
of the applicable freight charge which each of the contracting 
parties shall bear. The Commission also said that the sales 
contract is of no importance so long as it is not used as a means 
of evading tariff rates. “Illinois’” statements indicate there 
was no such covenant in his sales contract, but that the invoice 
would primarily cover the price of the goods, and from this 
he would make an allowance to offset the vendee’s paying 
his portion of the freight, which portion he apparently considers 
may lawfully be a division of the through rate. In our opinion, 
handling in this manner would be merely a cloak for evading 
the local rate to point C, the place where consignee-vendee will 
take possession of the shipment. This would be no part of 
the sale. The allowance would not be for curtailing the price 
of the goods, but to reimburse vendee for paying vendor’s por- 
tion of the freight and for giving him the privilege of partici- 
pating in the through rate with the commercial carrier. 

After reciting complainants’ contentions regarding their dis- 
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advantage in using Illinois Central rates which do not ap 

through Louisville as compared with other shippers using ie 

O. rates, e. g., which did so apply, and which complainants (b 5 
not the Commission) said was the only thing which Dreventes 

their being able to settle with vendee carrier on basis of divi. F 
sions up to Louisville instead of full local rates thereto th 
Commission said that the basis on which the sellers could ge : 

with vendees was not within its jurisdiction. The ful] | 

having been paid to Louisville and shipments terminating there 

nothing was left for Commission to pass on other than to 

dismiss the case. It did not intimate that had the through rate 

applied via Louisville, settlement could have been mage on 
Louisville divisions. 


Transit—Participation of Initial and Intermediate Carriers j, 
Transit Arrangements of Destination Carrier Under Omniby, 
Clause in Tariff Carrying Joint Through Rate 


Louisiana.—Question: Referring to your answer to “[, 
isiana,’ page 732, Traffic World, March 23. 

It would appear from your reply that the matter had no 
been properly presented to you, as we find that the authoritis 
cited are not in any way parallel to the case at issue, » 
I. C. C. 161 had reference to shipments originating on the Roc 
Island and given transit on the M. K. & T., where the M. K.¢1 
handled the shipments into the transit point. In the instay 
case the shipments were handled into the transit point by ca. 
rier Y, and. transit was allowed by carrier Z. It is our cop. 
tention in this case that, as carrier Z was not a party to th 
movement up to the transit point, it was without authority 
extend a contract made by some other carrier. 

In order to illustrate our point, let us suppose that carrier 
Y published a stipulation in its transit tariff that it would cop 
trol the outbound routing and also provided a penalty charg, 
which was not carried in carrier Z’s tariffs. By applying the 
latter’s tariffs on these shipments carrier Y would be deprived 
of its outbound haul as well as the penalty. 

Understand, that we do not question the legality of the 
through rate as provided in carrier Z’s transit tariff, in so fa 
as the holding out to the public is concerned, but it is our co 
tention that carrier Z cannot force the concurrence of the car 
riers up to the transit point, and that this contract may not hk 
extended except by a carrier party to the movement into th 
transit point. 

Answer: We believe the question referred to was clearly 
presented. We do not believe, however, that the fact that tran- 
sit occurred to the junction point makes any difference or re- 
ders the decision in Transit Privileges on Grain, 92 I. C. C. lil, 
inapposite. The essence of this decision, as we see it, is that 
transit is local to the line granting it; it preserves the co 
tinuity of the joint through rate; the joint through rate is a 
much applicable jointly as between the carriers parties thereto 
as if the sihpment had been through-billed to ultimate destin 
tion; that any divisional arrangements in effect between @ 
among the carriers participating in through-billed traffic ar 
applicable to such transit traffic. This being the case, it woul 
seem immaterial at what point along the through-rate rout 
shipment was stopped for exercising the transit privilege. 
the continuity of the joint through rate be preserved by 
authority and neither the application of the joint through rm 
nor any carrier’s concurrence therein is conditioned on thew 
being no transit privilege en route, we believe there can be™ 
valid objection to any lines participating in applying such joitt 
through rate and dividing the revenue derived therefrom on tit 
usual basis. The Commission holds this in 92 I. C. C. iff 
supra. If the carriers refuse to apply the joint through mle 
in which they have concurred and to divide the revenue equitably 
with the transit line, the Commission, on application, wil & 
the divisions. 












































The point is advanced that there is no authority for a M 
hauling the shipment into a transit point which is a junctiat P 
with connecting carrier to join in applying the through rt C 
and perforce the transit line must bear the entire burden? Fr 


transit, and this argument is supported by the thought that 
there might be conflict between the transit tariffs of the inbow 
and the outbound lines. This could not well be. Transit cal 
be exercised under the provisions of but one tariff at au 
In this case, it must come under the application of Y’ yee 
or Z’s tariff; it cannot be both very well. If the inbound Ie 
receives surrender of the inbound freight bill, absorbs switchlt 
charges between the industry and its station, both ways ® 
then issues the outbound bill of lading, transit occurs ¥ 
the tariff of the inbound line. If the freight bill is s p 
to the outbound line and the latter receives the traffic @ 
or by absorbing connecting line’s switching charges, then 
the outbound bill of lading, transit occurred under the U® 
tariff of the outbound line. In each case, whether 
junction point occurs under the tariff of the inbound # 
outbound line the transit line will receive, however 
may be, both an inbound haul and an outbound haul. 
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228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


" 7 Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 

‘rough rat Pool Car Distribution Prompt and Efficient Service 

» burden d Freight Forwarders and Distributors Excellent System of Stock Records and Reports 
hought that Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 


Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 
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such hauls obviously is a switching haul. In Wallingford Bros. 
vs. C. R. I. & P. Ry., 102 I. C. C. 239 (240), the Commission said: 

The transit tariff of the Orient authorized the storage of grain on 
its rails at Wichita under the rate claimed, but the storage in this 
instance having taken place on the Rock Island the tariff of that road 
governs rather than that of the Orient. 

Lines X and Y in this instance are not concerned in line Z’s 
transit, but line Z is able to continue the through rate and, be- 
cause X and Y are parties thereto, to call on them for regular 
division of such through rate. In C. R. R. of N. J. vs. United 
States, 257 U. S. 247, the Supreme Court said (255): 

Although a joint through route with joint rates is established by 
concurrent action of several carriers, the transit privilege may thus 
be granted by a carrier without the consent of, and without consulting, 
connecting carriers. 

In Lathrop-Marshall Grain Co. vs. C. & N. W., 144 I. C. C. 
227, the Commission said: 

Even at junction points it would seem to us that connecting car- 
riers cannot control the manner in which joint rates through such 
junction points shall be applied by a particular carrier in conjunction 
with transit privileges. The inbound carrier may withhold such privi- 
lege, but this, in our opinion, does not prevent the outbound carrier 
from granting the privilege, etc. 

True, until the expiration of the time limit in which the 
shipper must exercise the privilege, if at all, the non-transit 
lines parties to the through rate cannot know definitely where 
they stand from the standpoint of revenue on shipments the 
billing on which has been taken into account at transit point. 
The contract may be reopened for them by a connecting transit 
line and this makes their revenue uncertain for some months. 
This objection to participating in the joint rate, however, was 
swept aside by the Commission in Transit Privileges on Grain, 
supra. The decision seems to be sound, for when one carrier 
concurs in a joint rate with another and does not restrict its 
concurrence to non-transit traffic and carries no exception against 
the omnibus clause which authorizes use of individual lines’ 
local rules and privileges in conjunction with such joint rates, 
it impliedly, at least, agrees that the operation of such indi- 
vidual local rules shall not interfere with its participation in 
the through rate on the agreed divisional basis. It agrees, too, 
that the individual line may reopen the contract under which 
the traffic reached original billed destination, and this irre 
spective of whether the transit line was party to the inbound 
movement. 


RAILROAD EQUIPMENT SUPPLY 


The railroads on July 1 had 39,638 freight cars on order, 
the largest number on any similar date in the past five years, 
the car service division of the American Railway Association 
has announced. This was an increase of 24,979 cars above the 
number on order on July 1 last year and an increase of 16,359 
cars above the same day two years ago. It also was 2,385 cars 
above July 1, 1926. 

Of the freight cars on order on July 1, 1929, reports showed 
19,727 were box cars, an increase of 12,533 compared with the 
same date last year. Coal cars for which orders have been 
placed number 16,641, an increase of 14,441 compared with the 
number of such cars on order on July 1 last year. Refrigerator 
cars on order totaled 567, stock cars 959, flat cars, 1,694, and 
other miscellaneous freight cars, 50, all being reductions under 
one year ago, except flat cars, which showed a slight increase. 

Locomotives on order on July 1 this year numbered 386, 
compared with 106 on the same day in 1928, and 237 on July 1, 
1927. On July 1, 1926, the railroads had 646 on order. 

New freight cars plaeed in service in the first six months 
of 1929, totaled 32,794, of which box cars totaled 15,196; coal 
cars, 11,482; flat cars, 2,017; refrigerator cars, 3,007; and stock 
cars, 975. Other classes installed in service during that period 
totaled 117. 

New locomotives placed in service in the first six months of 
1929 totaled 319. 

Freight cars or locomotives leased or otherwise acquired 
are not included in these figures. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 13 totaled 
1,064,632 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the corresponding 
week last year, this was an increase of 39,707 cars, and an in- 
crease of 47,238 over the corresponding week in 1927. 

Compared with the preceding week this year, the total for 
the week ended July 13 was an increase of 55,800 cars. 

Revenue freight loading by districts the week ended July 
13 and for the corresponding period of 1928 was reported as 
follows: 

Eastern district: Grain and grain products, 5,759 and 5,216; live 


stock, 2,186 and 2,240; coal, 37,585 and 35,038; coke, 2,752 and 1,802; 
forest products, 4,198 and 5,249; ore, 6,501 and 5,104; merchandise, 
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L. C. L., 71,728 and 69,762; miscellaneous, 107,766 and 10¢ 904: 
1929, - 238,425; 1928, 231,315; 1927, 232,351. pens total 

Allegheny district: Grain and grain products, 3,259 ang oq, 
live stock, 1,876 and 1,825; coal, 39,672 and 37,148; coke, 5 pa 
4,654; forest products, 3,057 and 3,192; ore, 14,933 and 1) 560. ang 
chandise, L. C. L., 53,751 and 52,968; miscellaneous, 98,239 and Sse, 
total, 1939, 220,358; 1928, 205,493; 1927, 206,003. 1983; 

Pocahontas district: Grain and grain products, 265 and 1: 
live stock, 147 and _177; coal, 43,525 and_ 39,049; coke, 433 and 1G 
forest products, 1,740 and 1,716; ore, 100 and 146; mercha; dic 
L. C. L., 6,683 and 7,388; miscellaneous, 6,723 and 5,586: total we 
59,616; 1928, 54,602; 1927, 58,650. i » 182, 
Southern district: Grain and grain products, 3,745 and 3,59¢- liy 
stock, 1,845 and 1,823; coal, 20,451 and 21,404; coke, 454 cat ie 
forest products, 20,474 and 18,433; ore, 1,149 and 810; merchanéy. 
L. C. L., 40,169 and 38,845; miscellaneous, 50,021 and 53,399. to? 
1929, 138,308; 1928, 138,590; 1927, 149,803. — 

Northwestern district: Grain and grain products, 9,830 ang ¢¢- 
live stock, 7,431 and 7,211; coal, 3,915 and 3,792; coke, 1,827 ang 1's 
forest products, 12,553 and 14,108; ore, 51,144 and 43,226; merchanidis: 
L. C. L., 33,047 and 33,722; miscellaneous, 48,292 and 46,634: ree 
1929, 168,039; 1928, 158,709; 1927, 157,446. ee 

Central western district: Grain and grain products, 28 39 .; 
24,141; live stock, 8,733 and_ 8,945; coal, 7,813 and_ 8,691; coke,’ 347 a»; 
233; forest products, 10,097 and 10,851; ore, 4,158 and 3,658: mer. 
chandise, L. C. L., 34,766 and 34,549; miscellaneus, 63,394 and ‘649% 
total, 1929, 157,646; 1928, 155,348; 1927, 140,265. #4 

Southwestern district: Grain and grain products, 8,232 and 49% 
live stock, 2,555 and 2,984; coal, 3,842 and 3,842; coke, 142 and 1: 
forest products, 8,421 and 7,509; ore, 637 and 479; merchandise | 
C. L., 16,610 and 16,542; miscellaneous, 41,801 and 40,349; total, jsx 
82,240; 1928, 80,868; 1927, 72,876. 4 

Total, all roads: Grain and grain products, 59,428 and 53,521: ji; 
stock, 24,723 and 25,205; coal, 156,803 and 148,964; coke, 11,526 anj 
8,801; forest products, 60,540 and 61,058; ore, 78,622 and 65,983: me. 
chandise, L. C. L., 256,754 and 253,776; miscellaneous, 416,236 anj 
407,617; total, 1929, 1,064,632; 1928, 1,024,925; 1927, 1,017,394. 1 


Loading of revenue freight in 1929 compared with the tw 
previous years follows: 









1929 1928 

Four weeks in January. ...0. <0 3,570,978 3,448,895 
Four weeks in February.......-... 3,767,758 3,590,742 
PIve WEGKS IM. BEATEN... ..ccccccsess 4,807,944 4,752,559 
Four weeks in April........ cocne apeeeee 3,740,307 
Four weeks in May......... . 4,205,709 4,005,155 
Five weeks in June.... -. 5,260,571 4,924,115 
Week ended July 6. ....-.csccccce 908,832 850,947 
Week ended July 13... ..ccccscoes 1,064,632 1,024,925 

MED. hv cdécictedsesaeeanadneeee 27,570,402 26,337,645 





HIGHWAY CROSSING ACCIDENTS 


Two significant facts are shown by reports just filed wit 
the Interstate Commerce Commission by the railroads as 1 
the number of highway grade crossing accidents in 1928, 
cording to an analysis which has been made by the safety se 
tion of the American Railway Association. They are: ~ ~ 

First, that more than 25 per cent of the total number @ 
highway grade crossing accidents in which motor vehicles wet 
involved in 1928 resulted from motorists running into the site 
of trains. 

Second, that there was a greater increase in the number 
accidents caused by motorists striking the sides of trains 2 
1928, compared with 1927, than in the number of highway gmt 
crossing accidents resulting from motor vehicles being stmt 
by trains. 

Out of 5,036 highway grade crossing accidents in wiid 
motor vehicles were involved during the past year, 1,275 resultei 
from motorists crashing into the sides of trains, which wet 
either standing still or in motion. This was an increase at 
113, or 9.7 per cent, compared with the number of such accidents 
in 1927. Highway grade crossing accidents resulting from i 
tor vehicles being struck by trains totaled 3,761 in 1928, 
increase of 74 compared with the preceding year, or an increi* 
of two per cent. _ 

Highway grade crossing accidents involving motor vehicles 
resulted in 2,175 fatalities in 1928, an increase of 183 over th 
number of fatalities resulting from such accidents in ™ 
Fatalities resulting from motor vehicles being struck by traits 
in 1928 accounted for 1,898 fatalities, while 277 persons lost the! 
lives as a result of motor vehicles running into the sides @ 
trains. There was an increase of 159 in the number of perso 
injured in motor vehicle highway grade crossing accidents du 
ing the past year compared with the preceding year. 





MEETING OF C. V. AND G. ASSOCIATION 


The Chattahoochee Valley and Gulf Association will - 
a meeting at Panama City, Fla., August 8. The entertalnm 
committee has arranged for “an old-fashioned fish fry’ and, 3 
the evening a dance. The purposes of the association are: 
“Urging the extension of the intracoastal canal system - 
New Orleans to Apalachicola River and deepening and oad 
taining a channel up the Apalachicola and Chattahoochee al 
to Columbus, Ga., of sufficient depth to permit economical f* 
tion of self-propelled barges; promoting the utilization a0¢ “ 
provement of all forms of transportation by waterways, ot 
ways, highways and airways; and the development of comm 
and industry throughout the entire Chattghoochee Valley 
Gulf region.” 
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TRANSMARINE LINES 


Direct Service 
LOS ANGELES (Wilmington—Berth 188) 
SAN FRANCISCO (Pier 37) 
OAKLAND (Grove Street Pier) 


i Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: ' 
Pennsylvania Railroad 
Central Railroad of New Jersey 


Lehigh Valley Railroad Steamer 


August 14 
AND ALTERNATE WEDNESDAYS THEREAFTER 


Gulf-Intercoastal 


Fr é 

MOBILE, ALA. Geet. teak ome) Steamer 
August 1 SUTRANSCO 
August 15 ; SUNELSECO 


TRANSMARINE LINES 


General Offices: 


Port Newark Terminal 5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 


Agencies: Buffalo, Chicago, Los Angeles, Mobile, 
Oakland, Pittsburgh, San Francisco, Seattle 









Happy in the thought 
that their shipments 
are made care 


COTTON 
CONCENTRATION 
COMPANY 







With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
Prompt deliveries at a mo- 
ment’s notice. 


COTTON CONCENTRATION COMPANY 
GALVESTON, TEXAS 


GEO, § 
PresieneY, J. GARRISON, 
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Ship by Water 


VIA 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 
NEW YORK, BALTIMORE, NORFOLK 
FAST FREIGHT SERVICE 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 10398-9 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Oliver Bldg. Law Bidg. 


And at our Branch Offices at ports of call, etc. 





Build 
Business 
in the Orient! 


PROMPT deliveries will help you accom- 
plish this, if you ship on “President 
Liners,” sailing every other Saturday from 
Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 


Six 10,000-ton “Cargo Liners,” sailing 
on frequent, dependable schedule, augment 
this exceptional service to and from the 
Orient. 


T. J. KBHOE, Gen. Eastern Agt., 32 Broadway, New York 
~ W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bidg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, 


76 offices in 22 countries at your service 


American Mail Line 
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DOCKET OF THE COMMISSION 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


oy 27—Indianapolis, Ind.—Examiner Hagerty: 

067—Inland Box Corp. vs. A. & L. M. Ry. et al. 
21147—Terre Haute Chamber of Commerce vs. A. & L. M. Ry. et al. 
Portions Fourth Section Application 632, filed by F. A. Leland, agent. 
21376—Charles Boldt Paper Mills Co. vs. A. G. S. R. R. et al. 

i 29—Argument at Washington, D. C.: 

* Finance No. 5454—Organization and control of Atlanta, Birmingham 
& Atlantic Ry. Co. 

* Finance No. 5470—Application of Atlantic Coast Line R. R. Co. for 
authority to acquire control of Atlanta, Birmingham & Coast R. R. 
— by purchase of capital stock and to assume certain obliga- 
tions. 


July 29—Chicago, Ill.—Examiner Mohundro: 

* 22164—Southern Pine Assn. vs. A. & W. Ry. et al. 

* 21999—West Coast Lumbermen’s Assn, et al. vs. A. C. & Y. 

* oy ee White & Sugar Pine Mfrs. Assn. vs. A. C, 
et al. 

(Adjourned hearing.) 

29—Ft. Worth, Tex.—Director Mahaffie: 

inance No. 7370—Application St. L.-S. F. & T. Ry. for authority 
to construct a line of railroad between Vernon and Seymour, Tex., 

and to operate under trackage rights over C. R. I. & G. Ry. from 

Jacksboro to Ft. Worth, Tex. 

Finance No. 7371—Application St. L.-S. F. Ry. for authority to 
acquire control of G. T. & W. Ry. by purchase of-capital stock. 

Finance No. 7372—Application St. L.-S. F. & T. Ry. for authority 
to acquire control by lease of railroad of the G. T. & W. Ry. 

Finance No. 7547—Application C. R. I. & G. Ry. to construct a line 
of railroad from Seymour to a point at or near Quanah, Tex., 
and from Quanah to a connection with the proposed line of St. 
L.-S. F. & T. Ry.; to operate under trackage rights over rail- 
roads of St. L.-S. F. & T. Ry. and over G. T. & W. Ry.” 

Finance No. 7556—Application St. L.-S. F. & T. Ry. to operate 
under trackage rights over proposed line of C. R. I. & @ Ry. 

Finance No. 7623—Application Ft. W. & D. N. Ry. to construct a 
line of railroad from Childress to Pampa, Tex. 

Finance No. 7518—Application of Clinton-Oklahoma-Western R. R. 
of Texas for authority to construct a branch line of railroad in 
Gray county, Tex. 


om 29—Washington, D. C.—Examiner Davis: 
inance No. 7662—Joint Application of Culpeper Telephone Co. and 
Chesapeake & Potomac Telephone Co. of Va. for a certificate that 
acquisition by latter company of properties of former company 
will be of advantage to the persons to whom service is to be 
rendered and in public interest. 
July 29—Argument at Washington, D. C.: 

inance No. 4107—Gideon & North Island R. R. 
July 30—Washington, D. C.—Examiner Curtiss: 

1. & S. 3290 (8th supplemental order)—Restriction in routing in 
connection with Ga. & Fla. R. R. between Greenwood, S. C., and 
Augusta, Ga. 

August 22—Ft. Smith, Ark.—Examiner Rogers: 
391—Tom Williams et al., a firm doing business under the trade 
name of Excelsior Coal Co., vs. Mid. Val. R. R. 


Ry. et al. 
& Y. Ry. 


Jul 








Digest of New Complaints 





No. —_ ‘/ Sub. No. 2. Churn Ranch, Merriman, Neb., vs. Santa Fe 

et al. 

Unreasonable rates on salt, from points in Kansas and Mich- 
igan to destinations in Nebraska, Wyoming, Colorado, the Da- 
kotas, Minnesota and Wisconsin. Asks for reasonable rates and 
reparation. 

No. 22367. Sub. 1. Tilman O. Bush and Ardly L. Bush, Ben Davis, 

Ind., vs. Baltimore & Ohio et al. 

Unreasonable rate on ex-river coal, from Cincinnati, O., to Ben 
Davis. Asks for reasonable rates and reparation. 

No. 22434. King Co., Sheffield, Ala., vs. A. & R. et al. 

Rates, ratings and charges in violation Sections 1, 3, 4 and 6 of 
the act, cast iron lamp posts and parts, Sheffield, Ala., to all points 
on lines of defendants in all states of the United States. Asks 
rates for future and reparation. 

No. 22450. Mississippi Vegetable Shippers’ Bureau et al. Hazelhurst, 
Miss., vs. Aberdeen & Rockfish et al. Unreasonable and unjust 
rates on vegetables from all shipping points in Mississippi to desti- 
nations in all states and to the provinces of Alberta, Manitoba, 
Ontario, Quebec and Saskatchewan, in Canada. Ask for just and 
reasonable rates and reparation. 

. . O. A. Smith Agency, Inc., Cincinnati, O., vs. Baltimore & 
Ohio et al. 

Unreasonable bases of rates and carload minima on fresh and 
frozen fish from Duluth, Minn., and Superior, Wis., to Cincinnati, 
including icing charges. Asks for reasonable rates and charges and 
reparation. 

No. 22456. The Andrus Scofield Co., Columbus, O., vs. Alabama Great 


Southern et al. 

Rates on shelled peanuts, from points in Alabama, Georgia, 
South Carolina and Florida to Columbus in violation of the first 
three sections of the interstate commerce act, unduly preferential 
of competitors at Cincinnati, Toledo, Canton and Cleveland, O. 
South Bend, Ind., and Chicago, Ill. Asks for reasonable rates and 
reparation. 

No. 22457. Knoxville Freight Bureau 
Southern et al, 

Unreasonable, unduly prejudicial rates on salt, from St. Clair 
and Point Huron, Mich., to Knoxville, Tenn., ask for reasonable 
rate and reparation. 

No. 22458. Farmers’ Union Livestock Commission, Omaha, Neb., vs. 


No 


et al., Knoxville, Tenn., vs. 


Cc. B. & Q. et al. 
Against a switching charge of $1.82 per car on livestock at 
Omaha as unduly prejudicial against Omaha and preferential of 
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shippers at St. Joseph, Mo., and Sioux City, Ia., 
sorption of terminal switching is made. 
desist order and reparation. 
No. 22459. Muskogee Iron Works, Muskogee, Okla., vs. ¢. & A, 
Unjust and unreasonable charges on structural stee| fak it al 
in transit at Muskogee. Asks for a cease and desist order », 
waiver of undercharges. ot 
No. 22460. Pacific Lumber Co., San Francisco, Calif., vs. B, g 0 
Against the assessment of L. C. L. rates on parts of a et al 
machine shipped from Painesville, O., to Scotia, Calif. Asks 
waiver of undercharges and reparation. fy 
No. 22461. Plymouth Quarries, Inc., East Weymouth, Mass, vs, N 
N. H. & H. et al. ihe, 
Unjust and unreasonable rates on granite from 
to Red Lyon, Pa. Asks for a reasonable rate and 
No. 22462. Litowich & Co., Shreveport, La., vs. B. & O. et al, 
Unreasonable rates on uncompressed cotton linters, 
Shreveport, La., to Indianapolis, Ind. Asks for the Protection ; 
a rate of 83.5 cents and reparation. ' 
No. 22463. Henry G. Brabston, Birmingham, Ala., vs. Reading (y, 
et al. 
Unreasonable rate on lumber, dressed, from Sumter, g, C 
Sunbury, Pa., reconsigned to Scranton, Pa. Asks for Teasonabig 
rate and reparation. 
No, " | eae Tank Co., Oklahoma City, Okla., vs, kK ¢ " 
& O. e a ' 
Unreasonable rates on mixed carloads of wooden tank Material 
hoop iron and rivets, from Oklahoma City to Pyote and McCamey 
Tex. Asks for reasonable rates and reparation. ’ 
No. 22465. Southern Coal Co., Memphis, Tenn., vs. Southern et y 
Unreasonable rate on coal, from Belle Ellen, Ala., to Meridian, 
Miss. Asks for reasonable rate and reparation. 
No. 22466. Tidioute Refining Co., Tidioute, Pa., vs. Boston et al, 
Unjust and unreasonable rates on petroleum and its products, 
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from Tidioute and Trunkeyville, Pa., to Drummondville and Vz 
Field, Mass. Asks for reasonable rate and reparation. 

No. 22467. S. A. Sammons & Sons, Hot Springs, Ark., vs. Misso 
Pacific. 

Unjust and unreasonable rates on sewer pipe, from St. Louis 

and Pittsburg, Kans., to Hot Springs, Ark. Asks for reparation; 

No. 22468. Indiana Smelting and Refining Co., Indianapolis, Ind, js 
Nickel Plate et al. 

Unjust and unreasonable rate on lead dross, from Indiana 
to Collinsville, Ill. Asks for reasonable rate and reparation. 
No. 22469. Meridian (Miss.) Traffic Bureau, for the Lauderdale Count 

Oil Co. vs. A. G. S. et al. 
Unjust, unreasonable, unjustly discriminatory rates, rules anj 
regulations on cottonseed, from points in Alabama to Meridian, 
Asks for reasonable rates and reparation. 
No. 22470. Trunk, Luggage & Leather Goods Manufacturers of Amer 
ica, Chicago, Ill., vs. Aberdeen & Rockfish et al. 
Unreasonable rates, ratings and charges on L. C. L, shipmen 
of trunks, bags and other leather goods from, to and within of 
ficial, southern, western and Illinois classification territories. As 
for just and reasonable rates and ratings and reparation. 
No. 22471. Manassa Timber Co., St. Louis, Mo., vs. Santa Fe et 

Unreasonable rates on piling from points in northeastern Ark 
ansas and southeastern Missouri to destinations in Illinois, b 
diana, Ohio, Pennsylvania, New York, Michigan, Wisconsi 
Iowa, Nebraska, Kansas, Missouri and Oklahoma. Ask for re 
sonable rates and reparation. 

22471. Sub. No. 1. Abeles & Taussig Lumber and Tie Co, & 
Louis, Mo., vs. Alton and Eastern et al. 

Unreasonable rates on piling, from points in northeastern Ar- 
ansas and southeastern Missouri to destinations in Illinois, Ohio 
Michigan, Iowa and Kansas. Asks for reasonable rates and re 
aration. 
No. 22473. Corn Belt Merchants’ Association, Des Moines, Ia. 18 

Santa Fe et al. eave 
Unreasonable rules on the re-weighing of coal and coke ald 
charges therefor on shipments from Colorado, Illinois, Indias 
and other coal states to destinations in Iowa, Nebraska sil 
adjoining states. Asks for reasonable rules. 
No. 22476. H. B. Smith Co., Westfield, Mass., vs. New Haven et al 
Unreasonable rate on sand, from Muskegon, Mich., to Wet 
field. Asks for a reasonable rate and reparation. 



















No. 





RAILROAD USE OF LUMBER 


H. L. Bravo, of the technical staff, New York office, \ 
tional Lumber Manufacturers’ Association, has the functiou 
assignment of work with the railroads. That industry last ye 
purchased forest products valued at more than $160,000,000, 0 
approximately 20 per cent of the total cut. 


The importance of establishing close relations with the! 
roads has been emphasized by John Little, assistant to the - 
president of Railway Age, in a letter to Frank P. Cartwrigi 
chief engineer of the N. L. M. A., in which the statement ™ 
made that last year’s lumber purchases by railroads were | 
per cent under expenditures for forest products in 1927; 
that there had been a decided slump in forest products pur 
chased by railroads during the last five years. 

Mr. Bravo will make an extensive survey of the wn 
situation, then will devote his time and abilities to disww 
the reasons for this trend away from wood, and to renter 
to favor with executives and mechanical engineers, by stre® 
its strong points when used in construction. 

The need for close personal contact in this field, a ® 
nouncement by the association says, is realized by the sin 3 
extension department, N. L. M. A. The work will a 
the eastern half of the country and will gradually be ext . 
west and south. It will include both straight lumber vol 
tion and commercial research. In fact, Mr. Bravo will 
the same tactics with the railroad industry as those indi 
ployed by Donald R. Brewster with the automobile ™ 
and soon to be undertaken by him with the oil industry. a 
are three definite functional assignments in line with 
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“The Trend 
Today Is 


Toward 


Cutting 
Costs of Distribution” 


—Roger Babson 


; , Industry has made remarkable strides in reducing the cost of _. 
ith the oie ee es are turning to other departments to effect 
‘ onomies. 

to the via ., The shipping department offers unusual opportunities for savings 

Cartwrigh with consequent increase in net profits. 

.tement onl ne of the quickest and safest savings can be secured through the 

ds were '4 ‘pplication of the Signode Tensional Steel Strapping System. __ 

ds __ Signode is applicable to practically every kind of product. Signode 

n 1927; # “Tapping, tensioned around the weakest part, increases the shipping 

roducts plu ee many fold, and permits cutting the cost of the container. A 
jwstantial saving is also made in the freight bill. Damage and pilfering 

“sss are practically eliminated and safe arrival is assured. 
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the rail¥ th isk for free trial, demonstration or catalog No. 151. There is not 

to discové ihe slightest obligation. 

0 yoseee . SIGNODE STEEL STRAPPING CO. 

by stress 609 North Western Avenue, Chicago, Illinois, U. S. A. 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec. 
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PANAMA MAILS. S.CO. 


Fast Freight and Passenger Service 
Regular Fortnightly Sailings Direct to 


CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York .. . . August 8 


Intercoastal freight accepted both West and Eastbound, from New York 
to Los Angeles Harbor and San Francisco and from California ports 
to New York. 


140 S. Dearborn St., Chicago, Ill. 
10 Hanover Sq., New York, N. Y. 


2 Pine Street, San Francisco, Cal. 
548 S. Spring St., Los Angeles, Cal. 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the City of Rochester 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 
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THE COMMISSION’S BAR 


CLOSE THIS DOOR TO YOU? 


It will soon be closed to all but qualified men. 
The door of OPPORTUNITY is still open. 
Enter the door by training with the “tools” of the 


trade. 
TRAFFIC SPECIALIZATION 


(for men of ordinary training and experience) 


TRAFFIC LAW AND COMMISSION PRACTICE 


(for men of broad general traffic experience) 


ge OAD NCED ety 


cA Single Subject. Well Taught! 
Enroll now for fall classes. Mail training always available. 
— — — — Write, phone or call for information 


COLLEGE OF ADVANCED TRAFFIC, Dept. 14, 
608-18 South Dearborn, CHICAGO, ILL. Harrison 8649 


Please send me full particulars on following: 
Traffic Specialization - Resident 
Traffic Law - Resident 
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policy of the trade extension department, the principal idea 
being to obtain complete pictures of the situations in these 
industries, then strengthen weak spots where wood is concerned, 
also develop and follow new leads. 

Points which will be prominent in Mr. Bravo’s work will 
be intensive effort in behalf of new American Railway Asso- 
ciation permissible car lumber patterns; assistance in the prep» 
aration of lumber specifications for individual railroads, some 
of them having already asked assistance; comparative advan- 
tages of wood-roofed and metal-roofed cars; comparative ad- 
vantage of, and the railroads’ experience with, wood super- 
frame and all-steel box cars, gondola cars, refrigerator cars, 
flat cars, and stock cars; promotion of grade-marked “tree- 
mark” lumber for all railway uses, and so forth. 


POSITIONS WANTED OR OPEN 


POSITION WAN TED—Traffic man, married, now employed; fifteen 
years’ experience in various executive capacities, railroad and com- 
mercial; familiar with work of other departments of modern business; 
—_ salary. Address E. M. A. 228, care Traffic World, Chi- 
cago, s 


WANTED—Bound Volumes 1 to 11, inclusive, I. C. C. Decisions; 
state price, condition, binding in your reply. J. R. DA Vie, 2. OG. 
Drawer D, Houston, Tex. 


YOUR FILES should contain our handy folder of traffic depart- 
ment forms. Officially accurate forms designed and printed by the 
producers of The Traffic’: World. Ask for the folder. The Traffic 
— — Merchandise Department, 418 S. Market St., 

icago, 


We Bind The Traffic World 


RAL eT o — tARRIMRRTEIN tT RR 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 
cago 


360-354 West Erie Street 


Do You Kno 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 
1020 South Canal Street, Chicago 


That we 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Chicago’s and Kansas City’s Most Modern Patahonee 


MERCHANDISE STORAGE and 
2000 Cerload POOL CAR CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


155 N. Clark St., Chicago 


Vol. XLIV 


The Traffic World —— “Xu, 


LEONARD’S GUIDE] 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 
G. R. Leonard & Co. 


15 E. 26th St., New Yor f 


NEVV ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department, 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES 2? tite 


TERMINAL WAREHOUSES OF ST. JOSEPH, In. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 


> Storers, Distributors and Forvaier 
of General Merchandise 


175,000 Square Feet Floor Space 
js suuthoms R. R. Siding.  25¢c Ins. Rate 


* £3 Virginia Bonded Warehouse Con. 
1709 East Cary Street 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 
Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisce 
and would suggest that you complete your file by requesting 
the rates for our s ized service. 


UNION TERMINAL WAREHOUSE COMPANY 
731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dallas 


thwestern Headquarters to 

American Business— 1,905 

national and | onde copy — 
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Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Bldg., Dallas 





